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Contributions. 


Rails for New South Wales. 


SIDNEY, N.S. W., April 12. 
TO THE EDITOR OF THE RAILROAD GAZETTE: 

I read your comments on the call for bids to furnish 
rails, to be made in the Colony [Railroad Gazette, 
Feb. 26]. You stated the facts admirably, and the state- 
ment has been reprinted in a local paper. With the fal 
in the price of railsIam urging both in this and the 
other colonies that, in future, tenders for rails should 
be called forin America. It is not at all unlikely that 
fresh proposals will be made for manufacture here. 
Could not some of your friends be persuaded to pay us 
avisit? The price with you is now so low that they 
might transfer a whole plant to Australia. Recollect 
there isno duty inthis colony. if any of your friends 
authorized me, when opportunity offered, to submit 
bids for rails or cast-iron pipes I would be glad to do so. 

C. E. 











Another Locomotive for Purdue University. 





LAFAYETTE, IND., May 6, 1897. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

Believing that you will be interested in anything 
which contributes to the advancement of railroad work 
at Purdue, I take pleasure in sending you a few lines 
with reference to a matter which as -it seems to me 
marks a new point of departure in the progress of engi- 
neering research. 

Purdue University has to-day closed a contract with 
the Schenectady Locomotive Works for a new locomo- 
tive to be used in its engineering laboratory, in connec- 
tion with courses in railroad engineering. The new lo- 
comotive will possess a number of features which are 
quite new. It will carry a steam pressure of 250 Ibs, 
and will have cylinders so arranged that it naay be used 
asa simple ora compound. The cylinders and saddle 
will be made up of different castings, and the centers 
will be so chosen as to allow the use of cylinders up to 
30 in. in diameter. Several cylinders will be provided, 
and these, with a suitable series of bushings, will allow 
for different cylinder ratios in compound work. The 
whole machine will thus afford facilities for dealing 
with conditions quite beyond the limits of present prac- 
tice. 

From its place in the laboratory, the old locomotive, 
hereafter to be known as “Schenectady No. 1,” and 
which in the course of its six years’ sojourn in the lab- 
oratory has been run an amount equivalent to 20,000 
miles, and has served in an experimental study of many 
important problems connected with locomotive design, 
will pass into active service at the head of trains on the 
road, while the new engine, ‘‘Schenectady No. 2,” will 
take its place upon the testing plant. 

By the terms of the contract, the present engine, 
Schectady No. 1, will be delivered to the Schenectady 
Locomotive Works within the present month, and the 
new engine, Schenectady No. 2, will be delivered here 
early in the fall. 

A large amount of data derived from Schenectady No. 
| during the past year will soon be issued from the 
laboratory, and as soon as practicable all of the papers 
descriptive of work accomplished in connection with 
this engine will be published in a single volume. 

Wm. F. M. Goss, 








Electric Conduit Roads, 





NEw YORK, May 7, 1897, 
TO THE EDITOR OF THE RAILROAD GAZETTE: 
I have read with interest your comments (April 30) on 
ny article, or such portion of it as refers to conduit 





electric roads, that appeared in Cassier’s Magazine for 
April. 

I certainly failed of my purpose if I failed to convey 
the idea that the underground trolley possesses no ad- 
vantages over the overhead trolley except from a purely 
esthetic point of view, while it labors under many dis- 
advantages which the other does not possess. Amo-g 
these disadvantages are a necessarily greater cost to 
install, a necessarily greater difficulty in maintaining 
the same insulation resistance, the almost necessary 
total blockage of streets in which it is being installed 
during the period of construction and some others that 
need not be rehearsed here. It is not claimed, so far as 
I am aware, by the strongest advocates of the conduit 
that it possesses any advantages electrically or me- 
chanically peculiar to itself, and the only claim by 
candid people is that the highest ideal which can be 
hoped for for the conduit road is that it may prove in all 
respects equal to the already attained performance of 
overhead trolley roads. 

The double trolley overhead system possesses some ad- 
vantages over the single trolley, but so many disad- 
vantages, both electrically and mechanically, that elec- 
trical engineers the world over have abandoned it in 
overhead construction. Now these disadvantages do not 
disappear by burying the wires in a conduit, but are only 
magnified. : 

The electrical profession is also almost unanimous 
that the double trolley must be used if conduit con- 
struction is resorted to, and the double trolley is used 
on the Lenox avenue line, so that on this score, entirely 
aside from the question of first cost, it is practically the 
consensus of opinion of the best engineers that the con- 
duit electric railroad, as at present construeted, is in- 
ferior to the overhead as at present constructed. 

I was perfectly aware at the time of writing the 
Cassier’s Magazine articlethat the generators on the 
Len»x avenue road had been rewound, and that 500 
volts were being used on the 23¢ miles of road. But 
there are many, myself among the number, who regard 
this use of the higher voltage as still experimental and 
necessarily so until it has been tested under all condi- 
tions of weather over considerably longer distances than 
those mentioned. Idid not know, however, that the 
drop under present conditions with 36 cars running is 
only 1244 percent., nur do you state what those present 
conditions are. If abundant copper were put in, the 
drop might be reduced far below this with even most 
disastrous leakage along the line, and again the drop 
might be 1214 per cent. in dry weather and 25 per cent. 
during humid or snowy weather, but assuming fair 
conditions and the same amount of copperas when but 
350 volts between the terminals were used, the drop is 
less than it should be. 

There is another omission which it would be highly in- 
teresting to have supplied, viz., a statement of the 
source of your information that the drop on the Lenox 
avenue line with 36 cars running is but 12.6 per cent.‘ 
and that the ‘‘Metropolitan Traction Co. has had but 
three failures, and the leakage is hardly appreciable, 
even with the conduit filled with snow.” It would be 
interesting to know by what method the insulation 
resistance of the line was determined and who your 
authority is for both statements. If your authority is 
the contractor who installed the road his dictum will 
scarcely be accepted as entirely disinterested, for the 
same contractor installed the original Lenox avenue 
line and maintained, until he was forced by the evidence 
to admit his inaccuracy, that the system as then in- 
stalled was a great financial and electrical success. At 
the time that this contractor was loudest in his claims 
for the road the New York Sun (Aug. 1, 1896) published 
the following : 

“The sentiment in regard to the Lenox avenue system 
was expressed by President Vreeland, of the Metropol- 
itan Company, yesterday, when he said: If the under- 
ground trolley had been built in Sixth or Eighth avenue 
instead of Lenox avenue, the public aud the newspapers 
would have created such a stir that our lives would have 
been made utterly miserable. The system is not satis- 
factory where there is any large amount of traffic. 
Minor accidents are happening continually, which are 
unimportant in themselves, but which become very 
serious indeed when the delays occur which seem to be 
inevitable in the repairing of the breaks, It is exceed- 


ingly difficult to find out where the trouble is when there 
is any breakdown in the underground trolley. Itrequires 
usually from four hours to two days to discover 
the point of difficulty; and then not more than 
ten minutes to make things all straight again. This is 
a condition of things which is not possible in a road 
which is run for the accommodation of the public. 
There have been few if any comments on the accidents 
‘which have happened in Lenox avenue, beciuse the dis- 
trict through which theline runs is not thickly popu- 
lated, and the persons who ride in the cars know that 
the system is in the main experimental. The overhead 
trolley is different, inasmuch as a break or the cause of 
any stoppage of traflic may be determined almost im- 
mediately, and a repair wagon is at the scene of the ac- 
cident within five minutes after it occurs. There will 
be no extension of the underground trolley. Its opera- 
tion is not certain enough.” 


It is easily understood that a party who installs a 
sample plant with the expectation of getting large con- 
tracts in the event of its showing satisfactory perform- 
ance is not a safe party to quote as to that performance. 

I must, however, take issue with you when you state 
that a drop of 1244 per cent. ‘agrees very closely with 
accepted engineering theory for overhead trolley con- 
struction,’ and that “‘it is safe to assume that the trans- 
mission loss with the overhead wire would be round to 
be nearer 25 per cent. than 10 per cent.” 

I think you will find few engineers. wh» will not say 
that 12/4 per cent. drop on a road so nearly level as is the 
Lenox avenue road, and so short as that road is, is ex 


cessive; and as toa drop approaching 25 per cent. ona 
level road of the same length operated by the overhead 
trolley, Iam candid in confessing that I never heard of 
such a thing, and feel sure that any engineer who would 
plan a road on such lines would be deserving of a life 
pension to keep him from ever attempting to construc} 
another road like it. 

But supposin;: that my figures are too kigh for the 
road as at present constructed, you will doubtless admit 
that the accual figures are considerably higher than 
they would beif the overhead construction was used. 
I think also you must admit that the difficulties of insu- 
lation are increased by placing the wires underground, 
and that no advantages except from an esthetic point of 
view are claimed or can be claimed for the conduit. If 
you will admit both of these propositions you will ad- 
mit all that I claimed, and I see no reason for receding 
from my position. NELSON W. PERRY, E. M. 

[Neither do we see any reason for receding from our 
position. The matter will receive further attention in 
our columns.—EDITOR RAILROAD GAZETTE.] 








Condition of the Material of an Old Bridge. 


In describing the erection of the draw span of the new 
Rock Island bridge (before the Western Society of En- 
gineers), Mr. Ralph Modjeski gives some interesting in- 
formation as to the condition of material taken out of 
the old draw. This bridge was built in 1872 and wasa 
single-track, highway and railroad bridge, the highway 
floor being below the railroad deck. The length of the 
old draw span was 365 ft. 7 in. 

A careful examination of some of the main pins, 
which were all 4 in. in diameter, showed that they 
were perfectly straight ; the only defect was a slight 
pitting from rust in the spaces between the eye bars, 
the depth not exceeding in any casey; in. The pin 
holes of the eye bars were found perfectly round ex- 
cept in a few cases, where the distortion was evidently due 
to either careless manufacture or to ramming of pins 
while disconnecting the old trusses. 

The most interesting fact is in connection with the 
[iron] eye bar heads. The old bridge iron was sold 
to a rolling mill, where, when it came to cutting 
up the eye bars for the purpose of rerolling, it 
was discovered that the heads were frequently crys- 
talline, the body of the bars at some distance from 
the head being invariably good iron. One of the bars, 
the only one which at the time of writing this had been 
carefully watched, when put in the shears showed a 
crystalline fracture with what might be called facets of 
very large dimensions. The fracture was entirely crys- 
talline at the head, and as the shears continued to cut 
every 6 in. or so the fracture gradually presented a less 
crystalline appearance, until at about 6 ft. from the head 
the crystals disappeared entirely. This shows conclu- 
sively that in this particular case the crystals are not 
due to the manner in which the piece was broken, as the 
action of the shears is a perfectly uniform one. I use 
the word “‘crystalline” and ‘‘crystals’ as the best word 
to express the appearance of the fracture, but I doubt if 
in this fracture there are any crystals of a definite form. 

Mr. E. E. JOHNSON: I presume from the text that no 
tests were made, but I would like to ask what Mr. 
Modjeski’s judgment is as to the effect of this crystal- 
lization upon the strength of material, and, second, 
what conditions of stress produce the change and what 
the effect would have been had the old structure been 
left longer in service. 

Mr. RALPH MODJESKI: These questions are very diffi- 
cult to answer. i have talked with men who have de- 
voted their lives to iron and steel and they cannot 
account for it. The superintendent of the mills to whom 
this material was sold seemed to think that this crystal- 
lization was produced by vibration and that the rea- 
son why the bars showed more crystals at the heads 
than in the middle was that the waves of vibration were 
more severe at the head than in the middle of the bar. 
As to the other question, I acknowledge I am not able 
to answer it. The eye bars were not tested at the time. 
The intention was to make a full series of tests, and at 
some future time I may be able to tell some results, 
Those bars were watched closely and some of the others 
were broken up, and, as.far as learned, they were all of 
the same character. They are iron. Steel was not used 


in bridge building in 1872. 


Concerning this an old bridge engineer writes to 
the Railroad Gazette: ‘The statement is rather in 
definite. For instance, I do not see how shearing 
could show crystallization, unless the material snapped 
off in the shears like cast iron. Specimens should 
have been cut from different positions and tested 
in a machine, while other pieces should be nicked 
and slowly broken by bending. If the barsare as stated, 
they may have been made so by hard hammering till 
they were cold in forging. It does not appear to me 
reasonable that the vibrations of the structure would 
be sufficient to cause crystallization.” 











Mr. Theodore Cooper says: ‘‘ There is no mystery 
about the heads and necks of these eyebars being 
crystalline to any one who remembers the methods 
in use at that day and even later for making eye 
bar heads. To form the head the ends of the bar 
were heated to nearly or quite a welding heat, and ex- 
cept shaping the head no work of any account was put 
upon the iron. It was exceptional when the heads and 
necks, which had heen so heated and left without suffi- 
cient work, were not crystalline. It was not an unusual 
experience in these times to have the heads snap off by 
striking the bars a severe blow in straightening the cold 
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bars by sledges. Fibrous heads and necks were not ob- 
tained with any certainty till the methods of head form- 
ing were improved, so that all parts which had been 
highly heated could be well worked under a suitable 
bammer before finishing. If tested I should expect 
these bars to show between 25,000 and 49.000 pounds per 
square inch ultimate strength, and show crystalline 
fractures, always at the head or neck. These bars are, 
in my opinion, as good to-day as when put into the 
bridge. if they have not been strained above the elastic 


limit.” 








Railroad Levislation in Wisconsin. 


The Legislature of Wisconsin, which recently ad- 
journed, passed ten acts affecting railroads and street 
railroads. 

Chapter 175 authorizes street and electric railroacs to 
acquire real estate and other property necessary for their 
lines and reasonable station grounds, giving them the 
right of eminent domain the same as now enjoyed by 
railroads; but this act gives no authority to lay tracks 
across steam railroad tracks and does not apply tostreets 
in incorporated cities. 

Chapter 182 revises the railroad license law of 1878. 
This law (section 1,213) now fixes the annual license fee 
as follows: Roads earning $3,000 per mile annually, 4 
per cent. on gross earnings; those earning 2,500 to 3,000 
dollars, 314 per cent.; those earning 2,000 to 2,500 dollars, 
3 per cent.; those earning $1,500 to $2,000, five dollars per 
mile of road and, in addition, 214 per cent. on all earn- 
ings above $1,500 per mile; on roads earning less than 
$1,500 a mile, $5 per mile of road. On all railroads oper- 
ated on pile and pontoon or poontoon bridges the tax is 
2 per cent. 

Chapter 208 amends the law prescribing a penalty for 
malicious obstruction of track, etc., extending it so as 
to apply to all railroads, steam, electric or cable. 

Chapter 223 provides for taxing street railway and 
electric companies, the term “electric” including light- 
ing and power companies. Taxation is by license fee 
based on gross earnings, the same as in the case of 
standard railroads. Companies must report gross re- 
ceipts annually in December and shall pay to the City or 
Town Treasurer, in lieu of all taxes and other license 
fees, a percentage as follows: Where gross receipts are 
$800,000 a year or more, 3 per cent. on the first $800,000 
and 4 per cent. for all above; companies earning less 
than the sum named pay 114 per cent. on the first $250,- 
000 and 214 per cent. on all above. A road lying in two 
or more towns shall pay to each in proportion to the 
mileage of track, but where a city road ‘extends into sur- 
rounding towns, three-fourths shall be paid to the city 
und one-fourth to the towns. (The language of this sec- 
tion is not clear; the intent seems to be to give the city 
a larger tax per mile than is paid the suburban towns.) 
The Town Treasurer, receiving payment of taxes under 
this act, is to pay 9 per cent. of the money to the County 
Treasurer, and the latter is to pay to the State Treasurer 
two-thirds of what he receives. Laws conflicting with 
this are repealed, except chapter 125 of the laws of 
1897, ~ 

Chapter 232 amends the law providing for the annual 
publication of a raiiroad map, authorizing the Railroad 
Commissioner to publish 17,00 copies of the map instead 
of 15,000 as heretofore. 

Chapter 256 amends Sec. 946, providing for the issue of 
railroad bonds by towns and cities. 

Chapter 294 authorizes any and all railroads to consol- 
idate or otherwise amaigamate with another road whose 
line can be used with that of the purchasing company to 
make a continuous main line, the new or con-olidated 
company to enjoy all the rights, including land grants 
and exemptions from taxation, previously possessed by 
the old companies... Branches or feeders which can be 
lawfully connected and operated are also included 
within the provisions of the act, but nothing in this act 
shall be construed to lega!tize any contract heretofore 
entered into between a Wisconsin corporation and one 
created by the United States, and there is a proviso that 
no railroad shail becom? interested in a parallel or com- 
peting line. 

Chapter 302 limits passenger fares to three cents a 
mile on all railroads whose gross receipts are $3,500 a 
mile or over. 

Chapter 331 revises the law making a penalty for ob- 
structing a track, etc. Where such obstruction causes 
the death of any person the penalty shall be imprison- 
ment for life. 

Chapter 350 directs the Attorney-General, the State 
Treasurer and the Railroad Commissioner to investigate 
the accounts of the railroads of the state, “there being 
reason to believe’? from a committee report made in 
1898 that some roads do not report their full earnings for 
taxation. An investigation was ordered in 1895, but 
no appropriation was made, and the present law re- 
enacts the resolution of 1895 with an appropriation of 
$2,000 for expenses. 

We understand that on all the principal roads of the 
state the passenger fares are already within the limit 
prescribed in the law just passed, except on the Minne- 
apolis, St. Paul & Sault Ste. Marie, where the rate has 
been fou: cents a mile; but that road, by the last report 
of the Interstate Commerce Commission, had earnings a 
good deal less than $3,500 a mile. 

The Legislature passed a law taxing sleeping car com- 
panies and one taxing express companies, but both were 
vetoed by the Governor. 


The Cost of Locomotive Repairs and the Efficency of 
Machine Tools in Railroad Shops.” 





The principal items of expense for locomotive service 
are wages, fuel and repairs. Wages of engineers and 
firemen do not change, and cannot be changed ma- 
terially. A report of the Illinois Central Railroad 
shows that the cost per engine-mile has fallen from 26.52 
cents in 1857 to 13.93 cents in 1886, a reduction which has 
been effected wholly by inventions and improvements in 
machinery. During this same periol the wages of en- 
gineers and firemen had risen from 4.51 cents to 5.52 
cents per mile run, and while they received only 17 per 
cent. of the entire cost of locomotive service in 1857, 
they received 40 per cent. of it in 1886 (see ‘‘Recent Eco- 
nomic Changes,” by David A. Wells, page 372). This 
ratio remains the same at the present day. 

It is difficult to say from a study of the fuel accounts 
of railroads whetber the consumption of coal per ton 
mile hauled is any less now than it was 10 or 15 years 
ago. The indications are that on most roads the differ- 
ence is slight. During the past few years fuel economy 
has been quite a prominent item in the effort of railroad 
master mechanics to reduce expenses, and in some cases 
an important. saving has been accomplished. : 

The relation ot the cost of repairs to wages and fuel is 
about as follows: 
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100 per cent, 


It will be seen that locomotive repairs is almost as 
large an item of expense to railroads as fuel. . * 

Under the head of ‘Engine Repairs’ are usually 
charged, in addition to actual labor and materials for 
repairs to locomotives, such items as tools and machin- 
ery, that is, the maintenance in good order of tools and 
machinery in the locomotive repair shop, and the fuel 
and supplies for stationary engine connected with it, 
heating and lighting the shop; the salaries of the master 
mechanics, foremen, their office men and supplies A 
proper proportion of drafting-room and laboratory ex- 
penses is also charged. All these additional items form 
but a small proportion of the total cost, which can, in a 
general way, be divided into shop labor and material, 
two-thirds being labor and one-third material. On the 
C., B. & Q. Railroad the cost. of engme repairs for 10 
years averages 4.85 cents per mile, and the total cost is 
near $900,000 per year. Two-thirds of this, or $00,000, 
represents the cost of labor for repairs. The cost of ma- 
terial is largely regulated by commercial considerations, 
entirely beyond the control of the sane eneeer. eae 
If by careful management and more efficient work, both 
in the erecting shop and on machine tools, the cost of 
labor could be reduced 20 per cent., with the same out- 
put, it would represent on the C., B. & Q. asaving of 
$120,000 per year. . . . ; 

It can be safely steed that in most railroad repair 
shops in this country the cost of labor in the manufact- 
ure of locomotive details and in their repair can be re- 
duced 50 per cent. The principal methods by which this 
may be accomplished are: 

lst. By the increased capacity of old tools. 

2d. By the use of more efticient new tools. 

3d. By more efficient work on the part of the work- 
men. 


Increased Capacity of Old Tools. 


Most old tools have light shafts, small gears and 
small belts. They lack stiffness in general construction, 
for heavy cuts, but, weak as they are, they have not in 
many cases been forced to their maximum capacity. 
The first thing required is a cutting tool of proper qual- 
ity of steel, with the edge ground to correct shape. It is 
economical to use the best quality of tool steel, regard- 
less of its cost per pound. Steel of poor quality does 
not retain its temper, and, when forced to a deep cut, is 
soon burned or dulled, and when this occurs the return 
is at once made to a light cut and small output. Having 
obtained the best grade of tvol steel, it should be forged 
to shapes shown by models or drawings, aud the cutting 
edges correctly formed by automatic tool grinders. In 
many large locomotive repair shops the lathe and 
plauer tools are still sharpened by band ou a grindstone 
or emery wheel, and while the workman is doing this 
the machine stands idle. Tools ground in this way are 
seldom correctly shaped in the cutting edge and they 
are not efticient in their work. The steel is rapidly 
wasted by frequent grinding, and the shape grows 
worse with each grinding until it is again dressed. The 
universal tool-grinding machines are nowsold so cheaply 
that every repair shop, having even a moderate outfit of 
machine tools, could save enough in a few months to 
pay its cost. ‘The advantages of these machines are : 

Ist. The tools are more efficient in operation. 

2d. lt costs much less t» sharpen tools in this way than 
by nand. in ten hours 350 to 400 tools can be sharpened 
at a cost of 84 of a cent each. 

8d. Tools last longer at each forging, because there is 
no waste in grinding. 

4th. The machine tools can thus be kept continuously 
at work. 

For different metals and for different classes of work 
on the various machine tools a tool can be designed 
which will be most efficient. Numerous experiments 
have been made in Germany and France, as well as in 
this country, to determine the proper angles of the tool 
edge for cutting metals. Hart’s ‘*‘ Werkzeugmaschinen,”’ 
published ir Leipzig in 1870, gives the results of his ex- 
periments, and states that the angle between the upper 
face of the cutter and the plane of the work should be 
54 deg. for wrought iron, 55 deg. for cast iron and 66 deg. 
for gun metal: the angle of relief, that is, between the 
lower face of the cutter and the work, 3 deg. for wrought 
iron and gun metal, and 4 deg. for cast iron. 2 also 
states that the same angles are best for all depths of cuts. 
These upper angles are from 5 deg. to 10 deg. less than are 
commonly used in England, and for heavy cuts used in 
this country still larger angles are considered advantage- 
ous. The greater the angle of the tool edge, the larger the 
amount of power spent in breaking the shaving in frag- 
ments. ‘The smaller this angle is made, the larger is the 
power spent in friction. In France M. Tresca conducted 
experiments on cutting tools several years pre- 
vious to 1880 at the shops of M. Schneider & Co. and at 
the works of the Paris, Lyons & Mediterranean Rail- 
way. He made ascientific study of the cutting action 
of cools and «f the resulting shape of the shaving. 
The results of his experiments are published in a 
pamphlet ‘On the Planing of Metals.’’ He calls atten- 
tion to an interesting fact, not often noticed, that the 
unrolled shaving is frequently mag, one-third or one- 
half as long as the shane surtace. The tool pushes the 
metal along before it, and it thus acquires an increase 
in thickness, At the same time shearing takes place 





*A paper read before the Western Railway Club by Mr. 
William Forsyth, Mechanical Engineer C., B. & Q. Railroad. 


along the whole edge of contact of the tool. Thus we 
have simultaneously a flow in the direction of the 
thickness and shearing ou the edges. 

The third thing to notice is that the substance sheared 
must escape by gliding on the working surface of the 
tool, which reacts on it and determines the form of the 
longitudinal profile of the shaving. The practice of the 
shops in shaping the cutting edge of tools is in accord- 
ance with these different functions; although the de- 
tails may not have been understood, the forms generally 
adopted are perfectly rational. 

Having a cutting-tool made of good steel and shaped 
for most efticient work, the depth of cut or the feed 
should be made as great as possible and equal to the 
driving capacity of the machine. With old tools, {the 
weak point in the system will sooa be found. In many 
cases it isthe belt from the main shaft to the counter 
shatt which is either too small or too loose, or it may be 
that the down belt from the counter to the machine 1s in 
the same condition. There are few railroad shops where 
a good system of belting will be found, and a thorough 
overhauling of it, based on good practice, which has been 
established by extended experiment and careful obser- 
vation, would be profitable, In 1884 Mr. F. W. Taylor 
presented the results of his experiments on belting in 
the machine shop of the Midvale Steel Company. Phila- 
delphia, which extended over nine years, to 1893. In 1894 
Mr. Taylor presented the results of his experiments to 
the American Society of Mechanical Engineersin a paper 
“Notes on Belting,’’ in which he gave 36 rules to be 
observed to obtain the greatest economy and most satis- 
factory results in the use of belting.. Some of the prin- 
cipal data in the paper are as follows: 

For maximum e-onomy the speed should be 4,000 to 4,500 ft. 
per minute. 

Average total load for double belting 65 to 73 lbs. per inch of 
width, or 200 to 225 Ibs. per square inch of section. 

Effective pulling power, 30 Ibs per inch of width. 

The life of belts depends more upon the total loud to which 
they are subjected than upon any o' her condition. 

The life of belts is about doubled by splicing and cementing, 
instead of lacing or the use of hooks of any kind. 

Belts should be thick and narrow. 

Belts should be cleaned and dressed every six months. 

One of the largest expenses due to defective belts, but 
one seldom charged to the belt accourt, is the stoppage 
of the machine and the interruption to manufacture 
when belts require repairs in working hours. By proper 
care and inspection allrepairs to belts could be made 
outside of working hours, It should be rememberea 
that the machine is always doing several times as much 
as any oue man possibly could, and when it stands idle 
it is equivalent to, say, six or eight men loafing. A fore- 
man wili often see a machine tool motionless while the 
operative is grinding a tool cr fixing the belt, ani will 
think it is a necessary condition, while a group of work- 
men standing idle would immediately attract his atten- 
tion and suggest a protest. In overhauling the belting 
in large shops some large belts could be entirely dis- 
pensed with by the use of electric motors on detached- 
line shafts, and on large tools direct. 

Another point of weakness in an old tool is the feed, 
which is often not sufliciently strong and rigid to hold 
the cutter up to the work witha heavy cut. When, by 
reason of the defeets mentioned, the cone or counter is 
too small for the poco belt, or the feed will not sustain 
a heavy cut, it will in most cases pay to throw out this 
old tuol and replace it with pen strong modern ma- 
chine. In the tendency to hold on to antiquated, small, 
weak, machine tools the railroad repair shops of this 
country are carrying on a vast manufacturing industry 
under the most uneconomical conditions possible. 

A mechanical superintendent of a large railroad said 
at a public meeting (and his remarks are in print): ‘We 
cannot afford to put new tools in our shops; the old ones 
are good enough for repairs.’ I fail tosee the difference 
in the economy of manufacture, whether the product of 
the continuous work of lathes, drills, planers, etc., is for 
repair parts, or for new locomotives. The item of cost 
is the wages of the man attending the machine, and if 
Ou a new machine he could double the product, the cost 
would be reduced to one-half the original amount. For 
this reason I should prefer to say that we cannot afford 
to retain many old tools in service, either on repairs or 
new equipwent. It is certain that individual manufact- 
urers cannot afford to doit. The Schenectady Locomo- 
tive Works has thrown out almost its entire equipment 
of old tools and replaced them with heavy modern ma- 
chines. ‘the same is true of the Baldwin Locomotive 
Works and the Pittsburg Locomotive Works. 

The reason why railroad companies do not so readily 
feel and see the importance and necessity of providing 
efficient machine tools is because to a great extent they 
do not know the actual cost of repairsin detail. The 
figure used to indicate the relative cost of locomotive 
repairs, when any two roads are compared, is cents per 
engine mile, and the unit is as deceptive and erroneous 
for repairs as it is for pounds of fuel burned per engine- 
mile regardless of the tonnage hauled. On some of the 
large roads running west from Chicago the cost of loco- 
motive repairs is reported as low as 3 cents per engine- 
mile and on others as high as 5 and 6 cents per mile. It is 
evident that the actual cost of the work does not vary so 
much, and that comparisons of this item on such a basis 
are useless. 

It is likely that it will be difficult to keep the cost of lo- 
comotive repairs on a tonnage basis, as has recently been 
recommended by the American Master Mechanics’ Asso 
ciation, on account of the continued change of service of 
many engines from freight to passenger service, and the 
indefinite value of  rarpeoed tonnage, as compared with 
freight, due to the high speed of theformer. While it is 
possible to keep accounts showing cost of repairs to 
engines per 1,000 ton miles, yet the difference in condi- 
tion on any two roads will still make this comparison 
unsatisfactory. To get at the actual cost of repairs, so 
as to determine whether the work is being done at as 
low a cost as it should! be done, it will be found best to 
keep the cost of details at the shop where the best tools 
are located and where piecework has been established, 
and then send schedules of such prices to other shops for 
comparison. . . . On roads where there are one large re- 
pair shop anda number f smaller ones, there are certain 
classes of work not sufficiently numerous to keep an ex- 
pensive tvol constantly employed, and in many such cases 
the work can be concentrated at the large shop in suffi- 
cient quantity to keep the new tools employed and 
finished material held in stock ready for use in smaller 


SHOUS; «4.2 
The proper speeds for cutting tools on lathes and plan- 


ers have been given by a prominent machine tool builder 

as follows: 

For steel, depending on the hardness.... ¥ to ft. per minute. 
+ to 0 Ai) o“ “ 


WINERY FP isacccc- cocscsns vee. scayecicere 
CR IOOD soo ivacickccctsbeucexeceouecteees “eco ao | sf 


EMER T. cococis sue ce eciaecinuteeatnwacaresecmen 30 to 50 “* “ * 


The depth of cut varying from \-in. to %-in., depend- 
ing on the stiffness of the tool and the size of the work. 
ft the speed of lathes and planers is near the mmimum 
above given the feed — be much greater than most 
workmen use. [f the machine has sufficient power and 
rigidity, and the tool is held up solidiy to the work, 
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more metal can be removed by a fast feed and slow speed 
than if the conditions are reversed. Cutting cast-iron 
at 20 ft per minute and feeding ,4-in. will evidently re- 
move more metal than 25 tt. per minute and a feed of 
only ;; in. Planer beds should travel forward at least 
20 ft. per minute, and in some cases 24 ft. can be used. 
The return on most old tools is two to one, and some- 
times less. This speed can be iucreased to three to one 
on large tools and four to one on smaller ones. 
New Tools. 


A number of new machine tools are taking the place 
of lathes, planers and slotters. The various kinds of 
monitor or turret lathes now made are so much more 
efficient than the plain Jathes that a saving of from 50) 
to 80 per cert. can be made in the cost of work, 14 to 16 
in. long and 4% in. to 2 in. in diameter, where three or 
more plain lathes are used on the same kind of work. 

For small brass work, like oil-cups and cab-fixtures, 





Schenectady Locomotives for the Northern Pacific. 


The two accompanying illustrations show a ten- 
wheel compound passenger locomotive recently built 
for the Northern Pacific by the Schenectady Locomotive 
Works. From Fig. 2, which shows the boiler, frames 
and cylinders, it will be seen that the back head of the 
boiler is decreased in diameter, being 6in. smaller than 
at that section where the dome is placed. All of the 
flanging on the boiler, as well as the smokebox front 
and door, cylinder and steam chest casings are of 
hydrauiic pressed steel, while cast steel is used in the 
wheel centers, foot plates, expansion plates and links, 
guide yoke knees, rock sl afts, crossheads and frame fill- 
ings, the object being to reduce the weight of the engine 


Diameter and length of side rod crank pin journals. . Main pin, 
6% in.’X 514 in., F. & B., 5in. diameter x 444 in. 


Engine truck, kind............. ....--Four-wheel, swing bolster 
” ‘« journal .... Widdedkcuece 6 in. diameter X 11 in, 
Diameter of engine truck wheels....... .... eae * 


King of engine truck wheels...Standard, steel-tired, wrought- 
iron spoke center 





Boiler. 
We dcdcccudeccsuecce: sects seeoee e+ eXtended wagon top 
Outside diameter of first ring..... .............005 jéaucanl 62 in. 
Working pressure aiewnaaas 200 Ibs. 
Material of barrel and outside of firebox ..._... Carbon stevl 


Thickness of plates in barre] and outside of firebox, 
5g in., j4 in., Win., ye in. 
Horizontal seams, ; y ' 
Butt joint, sextuple riveted, with welt strip inside 
and outside 


Circumferential seams. .--Double riveted 
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Fig. 1.—Compound, Ten-Wheel, Passenger Engine—Northern Pacific Railway. 


Mr. E. M. HERR, Supt, Motive Power. 


the forming monitor lathe is a departure from the old 
system of turning irregular shapes. In this machine 
the ‘“‘under-cut tool slide” is the characteristic feature, 
and in passing the cutter under the piece it turns it to 
proper shape and size. The work requiring the tools in 
the turret is first done, and then the forming tool is fed 
under, thus completing the piece. 

Small boring andturning-mil‘s are adapted to nearly . 
one-half the work done on lathes, and can be done in 
from one-third to one-half less time and with better 
finish. These tools are adapted to turning cylinder heads, 
eccentrics and boring and facing eccentric straps. These 
turning-mills when arranged with a turret head can save 
35 per cent. on the work taken from lathes, 60 per cent. 
on work from slotters and 20 per cent. from work taken 
from planers. 

Heavy milling machines are now made and guaranteed 
to finish driving boxes, truck boxes, shoes, wedges. side 
rods, crossheads and valves for one-half the cost of the 
work done ona planer. On one of these milling ma- 
chines four driving boxes are 
completely finished on 


to the lowest possible amount with a maximum heating 
surface in boiler. 

The general specifications of the locomotive are as fol- 
lows: 


General Dimensions. 


GRMN oa caccddaiveusssaee $a neds) cadudaabaces Wed apna 4 ft. 8gin. 
a scumddenatdedadasecdusesedcasasanadaas Bituminous coal 
Weight in working order............ cavacese: -advaaade 155,500 Ibs. 
er  \QUGROUNiddacdesdcescsceccestecse saccccecceccl eee mile 
WIE EE, CRs oc ccesen 6c ccccctdeveceaseucena 14 ft. 10 in. 
= 7 Scncceoes Sieneadceusaadee adavdeadan 14 ft. 10 in. 

_ Ot (QUEccesddedns: secaeuss wadadeaees ace coved hte IOin, 

Cylinders. 

Diameter of cylinder..........eee-+00-- Le P., 34 in.; H. P., 22 in. 
Stroke of piston........0... peavanucaures dei. Sdheaaeiace, Se 
Horizontal thickness of piston....... .... ... 544 in. and 4% in. 
Diameter of pis'on rod........ .. Ginevcqeddedwetiaans eeeee 348 1D, 
Hind Of PisiOn PACE scccckccs cvcccessesseces eceee. »Cast iron 
=o ie SSQRS MMI s. cccadddedcdacuscs Jerome metallic 


Built by the SCHENECTADY LOCOMOTIVE WORKS, Schenectady. 


RIO odo ccc ccciiccevccguicas< wscccencuccdaceas ... 108% in. 
- WME ddnccssaeea <sadusdedaductvccestdiaecdnansetad diin, 
Firebox, depth............ bhicbausned ainwwae F., 76 in., B., 64 in. 
is material... ..ccocces iddcudcedude sseseeeeeeCarbon steel 


“ plates, thickness, 
sides, ;5; in.; back, 5; in.; crown, 34 in.; tube sheet, 4% in. 
Firebox, water space, 
in. tod in. at 24in. height; front, 344 in. to 4 in. 
above grates; sides, 34 iv. to 44 in. at crown back 


Firebox, crown staying ... _--Radial stays 144 in. diameter 
- stay bolts.. ......... Ulster special iron 1 in. diameter 
WU MR Redcccdics 26 Ktuceds Charcoal iron No. 12 W. G. 
ii | ‘a hnae ames éedetersenegenceunaaes 314 

ST QU ckadate <ckxanncnsecedixueaee ccusuceneeesdont 2 in. 

“ length over tube sheets..............++- daardaanaadae 14 ft. 
Fire-brick, supported OD ...........seeeeeeees -....4 water tubes 
Heating surface, tubes .............+: cecceccescccectgl eee ite 
= bea WN GUE t ac: s4-cevmedccddeadess 28.95 sq. ft. 

me . PE dnededsssdecude sneha ecnewed 168.03 sq. ft. 

by ng total...... ddiciséhveedec cette ad caer tiene ais 
Grate surface....... Sdedeqaves wagadawedncnmaceaias 30.8 sq. ft. 
Oe QU caddcdecdacedscaaseragndense Rocking, Ry. Co.’s style 
Ash pan, style.........ccce-« .-».Hopper, with dampers F. & H. 
Exhaust pipes......... .... seaaseqsane seuacaWaudaaeed Single high 
= nozzles....... euarese 54 in., 544 in, and 5% in. diameter 





straight surfaces in 24% 
hours. A special milling 
machine for fluted rods cuts 
the flute full depth at the 
rate of 2 lin. in. per minute. 
At this rate a main-rod 
could becompletely fluted in : 
1g hours. Jhile I under- 
stand that the advantage of 
milling machines on such 
work is disputed by some, 
yet I believe the successful 
use of them depends more on 
the operator and the cutters 
than on the machine itself. 
If proper cutters cannot be 
made in the railroad shop 
they should be bought from | 
concerns which make a spe- 
clalty of milling cutters. A 
grinding machine bas been 
recently brought out for 
milling cutters which is an 
important adjunct where a 
nomber of millers are em- : 
ployed, 

Cold-saw cutting machines 
ire now used by all the lo- 
comotive builders and by 
eight or ten railroad com- 
pinies. These machines are 
‘dapted to a large portion 
of the work of slotting ma- 
cluines and much of the cut- 
ting off done by lathes. Their 
advantage in more rapid 
work is due to the fact that 
the cutters on the revolving 
saw are at work continuous- 

















'y, while the slotter is idle on oe 
the return stroke. Cold-saws 

ire used in cutting off 

square or at an angle, 

‘ound and square bars. rolled 

angles, tees, channels and beams and forgings of all 
‘inds. They are especially useful for frog and switch 
work, they have an automatic and variable feed, and 
have been built heavy enough to cut steel at the rate of 
“sq. in. of section per minute. 

_ The average price of machine tools, such as are used 
in railroad shops, has been reduced 25 to 30 per cent. as 
compared with prices 10 or 15 yearsago. At the prices 
iow charged for improved, heavy, strong and efficient 
tools I believe that one of the most fruitful measures of 
economy a railroad company can take is to equip its re- 
ec with such good new tools as can be regularly 
employed. . . . 

(he workman can be improved in his output, almost 
as much as machine tools have been improved, by mak- 
ing it to his interest to turn out the maximum amount 
omens possible and paying him in proportion to that 


Size of steam porte.L. P., 23 in. X 24 in.; H. P , 20 in. X 234 in. 
* “ exhaust ports... L. P., 23in. X 3 in.; H.P., 20 in. x 3 in. 





1 SE cccsvecactcan as wadenvadeada gneeddddasceadeacaa ees 
Valves. 
Gite C8 COICO. x00. <ceccccuteecdsecevecs .. ..-Allen-American 
Greatest travel Of ValVeS ...........eeeeeecceseeeeeeccerece in, 
Outside lap of valves.............+00+ L. P., 14 in.; H. P., 1% in. 
Inside lap of clearance valves ... daaneeaes 


peeame ckaos 
Kind of valve stem packing...... ... Jerome metallic 


Wheels, Etc. 


Diameter of driving wheels outside of tire ..............-- 69 in. 
Material 7 SOY (OU dade dassceadcewes Cast stee[ 
Wie OI Wels 6 oss on kc ccccctdiecccvacesens is aie aald-arcodeer =~ <3 
Driving-box material .........-. «. naéanaducssesaiss . Cast steel 
Diameter and length of driving journals...... ‘gin. on mein 


only, 8% in. on F, & B., diameter X 11 in. 
main crank pin fag (nickel steel 
ec sineas ceesasbenevaecacesers .6 in, diameter X 6 in. 


“ “ “ 


ee eeeeees 


Fig. 2.—Boiler and Frame of Northern Pacific, Schenectady, Ten-Wheel Compound Passenger Locomotive. 


Smokestack, inside diameter...19 in. at top, 16 in. near bottom 
“ top above rail.............. jaddadaudedid 14 ft. 934 in. 


Boiler supplied 
™ ws injectors, Sellers improved Class M, No. 9% 


Tender. 
Weight, empty......... deiedunueneaned cade Laadaaaed eae _ 37,800 lbs, 
Wheels, number of.. 8 standard steel tired wrought iron plate 
center. 

- GiamMeter.........cceccccecccecces cssscenscccces ooo SID. 
Journals, Se GE HAE cccccccesd 4% in diameter X 8 in. 
WE OO caccnnccs <<. sccccecccacs aceaeace cooes-+-- 15 ft. 3 in. 
Weide COMME cc 0s cccedncdcddececeeucesads 10 in. stee) channels 

is trucks....4-wheel, channel iron, center —_ ““ & = 
Water capacity.........-.seeeeess eno neaeens acces . S. gal. 
"ale ee ee 9 (2,000 1b.) tons 
Total wheel base of engine and tender..............++ 52 ft. 2 in. 

“length = SS a ee deasnadanae --61 ft. 4 in. 


Engine provided with: two 3 in. Ashton safety valves 
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American brake on all drivers, operated by air; Westinghouse 
aut. air brake on tender and for train, 94in. air pump. 
Westinghouse air signal; Kewanee Riverside break seams; 
Star 16 in. round case headlight; Crosby 6 in. chimes whistle: 
LeChatelier water brake on cylinders; double riveted mud 
ring; one McIntosh blow-off cock; Dean’s improve1 sand- 
ing device; _—— steel dome ring, boiler front and door, 
cylinder head covers, steam chest ‘casing top; Spring buffer 
between engine and tender; Consolidated car heating aprara- 
tas with Sewall couplings. 


The same builders have also just built a ten-wheel 
simple passenger locomotive, No. 185, which is a dupli- 
cate in every respect of the compound, No. 186, except in 
the following particulars: 


Weight in working Order. .......cccoccccsccsescccccess 150,600 Ibs- 
Diameter of cylinders ..... .---20 ine 
Size of steam ports..... 


“ 


“expaus “© .... 







RNG SOA UOE OF PRIVOB so iicisonc0db:05:00006005400000000 enone 6in 
Outside lap = ~~, | Giywedbanabe Ghiensuass ueaweeexes 1% in- 
Inside clearance of valves... ........-.0606 -s-+ eens wre 


Exhaust nozzles .....000 ccsee sscces 5 in., 5% in. and 5% in. hin 

Both of these locomotives were designed by Mr. E. M. 
Herr, Superintendent of Motive Power of the Northern 
Pacific, in consultation with the engineering department 
of the Schenectady Locomotive Works. 








Railroading in China. 





BY R. VAN BERGEN. 

It isan anomaly, an absurdity, a country incompre- 
hensible to the most adaptive Caucasian mind, which on 
the map is designated by the name of China, and which, 
nominally at least, belongs to the solitary man, dwell- 
iog in the Forbidden City known to us as Peking. Here 
a limited number of ideographic scholars, presenting the 
brazen front of crass ignorance, pretend to rule a 
countless peopie, industrious, thrifty, peaceably dis- 
posed, and asking for no greater blessing than not to be 
oppressed beyond endurance, and even in this they are 
willing, not only to stretch a point, but to go to the ut- 
most limit. Ignorance, conceit and arrogance, combine 
in those students of Kong-fu-tse and have created the be- 
lief that theirs is the Middle Kingdom, their emperor is 
the only legal ruler, and that all nations are so many 
tributary states. Now and {again this belief is rudely 
disturbed. But there is never complete quiet or free. 
dom from disturbance in the heterogeneous conglomera- 
tion concentrating in Peking, and, whether the Tai- 
ping revolted on the banks of the Yang-tse, or the Japa- 
nese opposed the will of the Heavenly Ruler in Cho-sén 
(Corea), it is all a rebellion to be put down by the mere 
will of the Boy Emperor in Peking. 

It must be destiny that induces us ot of the Caucasian 
race to force our civilization upon those hundreds of 
millions of Mongolians. Every little entering wedge is 
driven home with sledge hammer blows, and against the 
apathetic conservation of the people, and the frantic op- 
position of the Mandarins, our inventions are forced 
upon them until— what? There’s the rub. Has any 
one ever considered what will be the result when a re- 
juvenated race, conscious of its own numerical strength, 
armed with our knowledge, should resent the masterful 
spirit displayed by us?) What if China should follow in 
the footsteps of Japan? If she should develop her untold 
hidden resources, assimilate and apply our modern inven- 
tions, and use the immense surplus created by economy 
to arm herself against us? Well, apres nous le déluge, 
aud in the meanwhile we might just as well join the 
scramble in teaching the Chinese how to make railroads, 

They have actually made a beginning; and the Man- 
darins must have been sorely pressed to make this con- 
cession to the modern age; for Confucius, who is suppused 
to be the personification of all human widsom, fails to 
make mention ofthem. Itistrue that a railroad has been 
in existence from Tientsin to the Kaiping coal mines, and 
that this road, during the China-Japan war, did good 
service in moving coolies (there were no soldiers) to the 
front. But although it was indeed a railroad, it bore 
evidence, both in the construction of the road and in its 
equipment that neither the owners nor the people took 
any pride in it. 

But the fiat has gone forthS that new roads must be 
built, The above-named line (Tientsin-Kaiping) is being 
prolonged in a northeasterly direction to Shanhai- 
Kwan, and will follow the Peiho River, northwest to 
Peking. A trunk line, to connect the capital with Han- 
kow, on the Yang-tse, has also been ordered, and ground 
was to be broken on March 13 last. For this line 10,- 
000,009 taels have been appropriated, not a great sum 
considering the length of the road, about 1,400 miles. 
But the directors are confident of securing the necessary 
money by loan, a belief created by the presence of parties 
representing financial syndicates. Here, however, the 
natural acuteness of the Chinaman will prove wrong, 
since capital, it may be ever so anxious to find employ- 
ment, and however eager the competition may be, de- 
mands some positive security, and this the Chinese are 
unwilling to give. There can be but one way of satisfy- 
ing investors, viz., to place the railroad service under 
cempetent and trustworthy European or American man- 
agement, independent of the corrupt Mandarinate : 
in other words, to follow the same system as that 
of the Imperial Maritime Customs, which under Sir 
Robert Hart has given universal satisfaction (except to 
the Mandarins, who could not fatten on the spoils), and 
has maintained China’s credit abroad. 

@round has been broken on the above-mentioned lines, 
as also on the Shanghai-Woosung. This line will con- 

inue to Hangchow. This work was to begin on the 
first week of April, and the officials express confidence 
that this road will be open for traffic within six months 
from the time of starting. 


In looking over the files of the Railroad Gazette, it is 
evident that that paper has kept its readers fully in- 
formed as to what is going on in China, while the de- 
tails, especially those relating to topography are ad- 
mirably set forth. But no one save an actual resident 
of China, can form any idea of the difficulties surround- 
ing those to whom the actual work is entrusted, or of 
the methods of doing business with the native directors. 

To begin with the greatest obstacle is the Chinese cir- 
cumlocution office. A viceroy thinks that a railroad 
through a section of his territory would be a good thing. 
He must first memorialize the Throne, and consent or 
refusal depends very much upon “what there is in it’’ 

















Fig. 1.—Flood Damage to Pier of Bridge Over Miami 
River. 


for the Privy Councillors, Venality and corruption 
prevail in the highest places, and it is only by sharing 
the spoils that a high official can retain his appointment. 
One of the most cunning and beyond a question the 
most corrupt of all Chinese officials, a man who started 
into prominence asa protégé of Li Hung Chang, but 
who has now attained wealth and influence enough to 
dispense with his former patron, has succeeded in ob- 
taining the appointment as Inspector General of Rail- 
roads, “and,” says the Times special correspondent, 
‘these qualifications” (his be ing the cleverest and most 
unscrupulous man of business his country has so far 
produced) ‘‘perhaps justify the hope that railways will 
really be built, if he means to build them, but they 
also justify the fear that they will be built chiefly for 
the benefit of Sheng Taotai 


the line from the capital to Hankow has been made by 
the American engineer, Captain Rich. 

It is probably not widely known that railroad shops 
have been in existence for the past six years at Wu- 
chang, opposite the large city of Hankow, yet such 
is the fact. Chang Chih Tung, one of the foremost of 
Confucian scholars, and comparatively a clean man, 
was sent especially to Hukuang as viceroy, for the pur- 
pose of initiating the work. He at once opened iron 
and coal mines, and gave large orders for the most im- 
proved machinery. A large tract of low land on the 
west bank of the Han River was selected and filled in so 
as to be above high-water mark. Appropriate buildings 
were erected, and a large staff of foreigners was engaged 
and brought out, and within a year a populous indus- 
trial district had arisen asif by magic. A small road was 
constructed from the banks of the Yang-tse, near 
Huangchou, to a coal minein the province of Hupeh, and 
was highly successful. The war stopped all this,but Chang 
Chih Tung has resumed his office and work, and was, 
indeed, the man who pushed Sheng’s appointment, hav- 
ing confidence in his ability to carry the work through. 

From the above it will be seen that while there is no 
probability whatever of Americans obtaining conces- 
sions for building railroads, and that Senator Wash- 
burn’s visit will prove as abortive as that of Mr. Whar- 
ton Barker, there is, withcut any doubt, a splendid 
opportunity for placing American locomotives and 
other rolling stock, as well as material. The 
Baldwin Locomotive Works have shown the way. 
It is not enough to be represented by well and favorably 
known busines; houses, although it is necessary to have 
such agencies for the commercial part of the business. 
Butitis absolutely incumbent to have a competent 
technical agent on the spot. It is this, the technical 
knowledge that imprezses Chinese officials and renders 
them easy of approach. ; 

Shanghai, although seemingly at the other side of the 
world, can be reached from New York in 22 days, and 
from thence to Tientsin involves only a three-days’ jour- 
ney by steamer. Americans are fortunate in their repre- 
sentatives in China. Hon. Charles Denby, U. S. Minister 
in Peking, is always ready to assist with advice and, if a 
party comes with undeniable credentials, will quietly but 
efficiently use his influence. But it is especially the 
Hon. T. R. Jernigan, U. S. Consul Genera! in the most 
important port of Shanghai, who has been active in in- 
creasing American commerce. His reports to the State 
Department deserve richly to be read and studied by 
every manufacturer who intends engaging in a lucra- 
tive commerce: while the protection afforded by him to 
Americans and American interests cannot be too highly 
commended. There isno American in China who does not 
hope and trust that the new admistration will continue 
this official in the position he holds. 








Damage by the March Floods on the P.,C., C. & St. L. 


Heavy rains occured on March 4, causing a rapid rise 
in the streams, and early on the morning of the 5th 
damage interrupting traffic occurred on the Cincinnati, 
the Richmond, the Indianapolis and the Louisville divi- 
sions of the Pittsburgh, Cincinnati, Chicago & St. Louis: 
on the Indianapolis & Vincennes, and on the Cincinnati 





and his powerful allies, 
whose co-operation he has 
purchased,” 

Sheng Taotai or Sheng the 
Governor, whose real name 
is Sheng Hsuan Huai, has, 
in the meanwhile, taken 
charge of the railroads, and 
is apparently at least very 
much in earnest. C. W. 
Kinder, M. Am. Soc. C. E., is 
the Engineer-in-Chief on the 
Shan-h ai-K wa n-Tient-sin- 
Peking Railroad. <A push- 
ing, energetic, resourceful 
man, he is bound to succeed 
no matter what obstacles 
are placed in his way. He 
gave evidence of his pluck 
and ability when he con- 
structed the first locomotive 
ever used in the Celestial 
Empire, and in his adminis- 








trative genius in keeping 
the Tientsin-Kaiping line in 
running order, notwith- 
standing the insatiable cu- 
pidity of his native directors. Asa rule, not a con- 
tract is given without the Mandarin in charge appro- 
priating a cheque commensurate with the amount cov- 
ered by the contract. Kinder will have none of this, 
and to cause a Mandarin to forego a well-established 
perquisite of his office proves conclusively the value of 
his services. 

It has been definitely decided not toemploy any foreign 
capital in the construction of the roads. The govern- 
ment, as stated before, has appropriated 10,000,000 taels 
($7,000,000) and Sheng is determined to interest the 
wealthy Canton merchants in his scheme. The latter 
would cordially respond if the government would decide 
to build the great trunk line from Canton to Hankow 
and Peking, beginning simultaneously at the three 
places mentioned. They are afraid that, if they provide 
the means for the Peking-Hankow line, not a dollar 
will remain for the extension to Canton. The survey for 





Fig. 2.—Self-Sustained Track of Bridge, No 158—C. & M. V. 


& Muskingum Valley, the extent of which is sum- 
marized in the following table 
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From this table it will ap- 
pear that there was an ag- 
gregate of 29.1 miles of 
track submerged, of which 
18.8 miles were badly washed, 
and 6.5 miles slightly 
washed. The damage to 
the track consisted for the 
most part of washing out 
of the ballast and the sweep- 
ing of the track off the 
roadbed, it being in many 
cases turned upside down. 

In all 22 bridges were more 
or less damaged, in 14 of 
which, however,’the damage 
was very slight, the girders 
being merely displaced, but 
not carried away. , 

Among the more serious 
cases of damage to bridges 
may be mentioned the fol- 
lowing : 

On Cincinnati Division, 
bridge over Todd’s Fork at 
Morrow, O., two spans of 
through iron truss, 102 ft. 
each. A large sycamore tree 
brought down by the flood 
dislodged a highway bridge 
which stood about 100 ft. 
further upstream, and car- 
ried the wreck against the 
railroad bridge, sweeping 
away both spans of the lat- 
ter, dragging off the upper 
courses of the east abutment, 
and shattering the pier badly. This superstructure was 
badly wrecked. This gap was trestled in the ordinary 
way as soon as the working forces were able to reach it. 

On Cincinnati Division, bridge over the Miami River, 
near Miamiville, O., consisting of two spans of iron 
double-track deck of 125 ft. and 135 ft., respectively, and 
one span of Howe truss of 50 ft. The upstream end of 
the pier was badly underwashed, causing the end of the 
pier to break off and settle, leaving the north, or up- 
stream shoe on an overhanging cantilever of masonry. 
The remaining body of the pier listed to the north, carry- 
ing the track 20.5 inches out of line and 8.5 inches out 
of level at the upstream side. Theemergency work done 
at this point was as follows : 

(1). The overhanging masonry was wedged up, so as to 
take support upon that part which had broken away. 

(2). A trestle bent was put in under the first panel 
point of the truss at each side of the pier, and the trusses 
supported at the hip joint of the top chord. 

(3). A bent of trestle was then placed on each side of 
the pier and as close toit as practicable, leaving work- 
ing room between for the subsequent reconstruction of 
the pier. These bents were 18 ft. apart. 

(4). Girders consisting of top chords from the former 
channel span of the Newport & Cincinnati Bridge (which 
was recently dismantled in the course of reconstruction 
of the bridge) were then placed transversely with the 
pier on these trestles supporting the end shoes. The 
bridge was then jacked up intoline and surface, and 
traffic resumed. 

In selecting these top chord pieces for the cross-gird- 
ers, their strength was calculated and found not quite 
sufficient under the conditions of loading. The end 
shoes were 5 ft. apart, c. toc., and the girders wuuld, 
therefore, be loaded at two points 6 ft. 6in. from the 
supports. If this distance from load point to support 
could be reduced to one-half this amount, the girders 
would have ample strength. This was accomplished by 
using two pieces, one above the other, the upper one 
being supported on the lower one by blocking 3 ft. 3 in. 
from the end. 

In the illustration, Fig.1, made from a photograph 
sent to us by Mr. T. H. Johnson, Chief Engineer of the 
road (to whom we are indebted also for the informa- 
tion) the general character of the damage to the pier and 
of the trestles put in are clearly shown. One cross- 
girder appears resting on the trestle, but not yet moved 
into place under the shce. 

On the Cincinnati & Muskingum Valley, Bridge No. 
157 consisted of two spans of plate girder deck bridge, 
with seven spans of trestle approach atone end. The 
trestle approach was undermined, but not carried away. 
Bents were straightened up and underpinned so as to 
make the track safe. Bridge No. 158 consisted of two 
spans of Howe truss deck bridge of 88 ft. 6 in. and 93 ft., 
with trestle approaches. The west truss span and the 
west, trestle approach were carried out, leaving the 
track suspended in the air for aclear length of 150 tt. 
See Fig. 2. The workmen passed and re-passed over this 
suspended track while putting inthe work. The east 
span, while not carried away, was moved partly off the 
pier, but was replaced in position without difficulty. 
This gap was closed by framed trestle of the ordinary 
type. The damage te this bridge was done by the same 
sycamore tree before referred to, 

Bridge No. 159 was Howe truss, deck, with “ T”’ abut- 
ments. The bridge seat of the west abutment was 
undermined and broke off in line with the face of the 
“T” wall. The truss was saved by suspending it to the 
“T” wall by block and tackle, as shown in Fig. 3. This 
was done when it was discovered that the abutment was 
undermined, but before it had entirely gone out. 











Fig. 3.—Bridge No. 159, C. & M. V., Suspended at One End. 


Bridge No. 163, also a Howe truss bridge, of twe spans, 
was in process of being replaced with an iron bridge, 
and falseworks were in place, but the old bridge had 
not been dismantled. The falseworks wers carried out, 
and some damage done to the masonry of the west abut- 
ment. 

On the Richmond Division, Bridge No. 26, near Read- 
ing, O., carried the track of the P.,C., C. & St. L. over 
that of the Cleveland, Cincinnati, Chicago & St. Louis. 
The water rose to an unprecedented height, flooding the 
“Big Four” track and flowing through this bridge 
opening with a strongcurrent. The material at this 
point is of sand and gravel formation, which yielded 
readily to the force of the current, resulting in the 
undermining of both abutments, one of which toppled 
over, throwing the superstructure down upon the track 
of the *‘ Big Four.”” The other abutment was left stand- 
ing, but so badly disturbed as to be practically 
destroyed. The superstructure was a plate girder 
through bridge. It was removed from the position 
shown in the cut, Fig. 4, without being taken apart, and 
was found to be only slightly injured. The debris being 
cleared away, the gap was closed with trestle work of 
the ordinary type. 








Electric Lighting from the Axle. 


In our issue of June 8, 1894, we cescribed the American 
Railway Electric Light Co.’s system of lighting cars by 


electricity generated direct from the axle. as applied to 
a Pullman car. Since that time a number of changes in 
the mechanism have been made, and the new system 
has been applied to the Pullman parlor car Mabel, mak- 
ing regular trips between Jersey City and Philadelphia, 
Atlantic City and Washington on the Pennsylvania 
Railroad. Uptothe present time the car has traveled 
3,668 miles. 

On Thursday evening of last week the officers and 
stockholders of the company and a number of guest 
made a special trip in the car to New Brunswick, N. J., 
when the action of the new system was shown. The 
principal changes are, doing away with a special axle 
and the addition of automatic mechanism for regulating 
the current. The motor can now be clamped to one of 
the ordinary axles of a car by means of a split sleeve and 
is suspended from the truck frame by a heavy spring to 
take up vibration. No belt is used, the armature being 
geared direct to the axle. 

The car Mabel has 28, 16-c. p., 60-volt incandescent 
lamps, requiring 28 amperes. By a special automatic 
device 40 amperes are generated while the lamps are 
burning and but 25 amperes when not in use. Connected 
with the motor is a 32-cell 250-ampere Syracuse storage 
battery, which stores the surplus energy for use when 
the car is not in motion. Until the car reaches a speed 
of 20 miles an hour the armature revolves without 
generating any current. When that speed is reached an 
automatic switch throws the generator into action. 

The horse-power required to operate the motor is esti- 
mated as about 244. The dynamo is automatically oiled 
and the whole apparatus is encased for protection against 
dirt and water, 

The first equipment, applied to the Mabel, and used for 
experimental purposes, was built for 18 lamps, and ran 
more than 20,000 miles with 28, the motor finally burn- 
ing out. 

The officers of the new company are: President and 
General Manager, Wilbur Huntington, and Secretary, 
G. L. Watson. 








Foreign Railroad Notes. 





During the fiscal year ending with March, 1896, 822 
miles of new railroad were opened in India, making a 
total of 19,677 miles. 


The Cuban Railroad Gazette announces that the rail- 
roads of the island have been authorized to increase 
their rates 20 per cent. during the war. 


The Royal Portugese Railroad Company has recently 
built two locemotives for mixed trains which are said to 
be the first locomotives ever built in Portugal. Only 
the wheels and the cylinders were imported. The engines 
have six drivers of 514¢ in. diameter and weigh 83,600 
lbs. They are so satisfactory that the company purposes 
building seven more like them this year. 





In introducing the 24 o’clock system on the Belgian 
railroads, care has been taken in designating midnight, 
which will be either 0 or 24 o’clock. If a train leaves 
a station exactly at midnight, the tiime-tables will say 
it leaves at 0 o’clock; but if it arrives exactly at mid- 
night, it arrives at 24 0’clock. The railroad clocks will 
have their faces changed only by putting “13” just un- 
der “1,”’ etc., making an interior concentric circle. 











Fig. 4.—Washout at Bridge No. 26, Richmond Division, P., C., C. & St. L. 
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EDITORIAL ANNOUNCEMENTS. 


Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete 
if they will send us early information of events which 
take place under their observation, such as changes 
in railroad officers, organizations and changes of 
companies in their management, particulars as to 
the business of the letting. progress and completion of 
contracts for new works or important improvements 
of old ones, experiments in the construction of roads 
and machinery and railroads, and suggestions as to 
itsimprovement. Discussions of subjects pertaining 
to ALL DEPARTMENTS of railroad business by men 
practically acquainted with them are especially de- 
sired. Officers. will oblige us by forwarding early 
copies of notices of meetings, elections, appointments, 
and especially annual reports, some notice of all ot 
which will be published. 

Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything 
in this journal for pay, EXCEPT IN THE ADVERTISING 
COLUMNS. We give in our editorial columns OUR OWN 
opinions, and those only, and in our news columns 
present only such matter as we consider interesting, 
andimnnortant to our readers. Those who wish to 
recommend their inventions, machinery, supplies, 
financial schemes, etc., to our readers, can do so fully 
in our advertising columns, but it is useless to ask us 
to recommend them editorially, either for money or 
in consideration of advertising patronage. 


We give a good deal of space in this issue toa 
paper by Mr. William Forsyth on ‘‘The Cost of Loco- 
motive Repairs.” We have nothing to add now to 
the excellent investigation which he has made of this 
important subject, but we advise railroad officers, 
not only officers of the mechanical departments, but 
general officers, to read carefully and consider this 
paper. It is full of information and of sound sug- 
gestion, being as it is, the fruit of vears of experi- 
ence and of careful and intelligent observation. 





Florida has passed a railroad law, and we give its 
main points on another page. In spirit it is as radi- 
cally populistic as that of South Dakota, published in 
these columns two weeks ago, and our criticisms on 
that law willapply to this. though Florida prescribes 
no absolute limit upon rates. The bill has been 
drawn up with much less intelligence, but the back- 
woods legislator has no trouble in expressing his 
essential meaning, whether he has a grammarian to 
draft his laws or is compelled to do the job himself. 
We have an example of this in Section 15 of this 
law, which attempts to prevent the railroad from 
correcting errors in billing where the shipping agent 
has named too low a rate. This section also makes a 
railroad responsible for the safety of goods after they 
have passed beyond its own line. The Florida legis- 
lators mean to be right up to date, and have inserted 
in their law a provision, with the necessary exemp- 
tion from prosecution, compelling witnesses to testify 
and the Railroad Commis- 
sioners are to make not only rates, but time 
tables, if they see fit. Probably they will not be 
directed to design the locomotives and bridges until 
after the legislature has tried its own hand at this de- 
partment of railroad work. The law has the usual 
clauses ostensibly insuring fairness, hearings being 
made compulsory and 80-day notices being required ; 
but, of course, the real issue as regards fairness de- 
pends wholly upon the knowledge and temper of the 
Commissioners, and this isan unknown quantity as 
yet. There are at least 100 men in the state who ought 
not to be appointed to commissionerships; for, ac- 
cording to the press despatches, that number of ap- 
plications has already been received by the Governor. 
Why not appropriate $250,000 to pay these 100 idle 
men $2,500 a year to stay at home ? 


against themselves, 





The Railroads, the Supreme Court and Congress. 

The Supreme Court has refused to rehear the case of 
Trans-Missouri Freight Association. This must be 
taken as a reaffirmation of the opinion that every 
contract in restraint of competition is illegal, no 
matter how beneficial to the public it may be. To 
the lay mind this rather weakens the hope that the 
Court, in its decision on the Joint Traftic Associa- 
tion case next autumn, will contrive to modify its 
anti-trust decision, for to the ordinary comprehen- 
sion there is no rational way, consistent with legal 
precedents, by which such modification can be made 

Meantime, the of events in : 


course Congress 


gives no hope of any change in the law before the 
regular session next winter; but it is probable that 


THE RAILROAD GAZETTE. 





May 14 1897 








Senators and members are giving more practical con- 
sideration to the railroad problem than in former 
years. Mr. George R. Blanchard, who has in the past 
done much to enlighten Congressmen on transporta- 
tion economy, has this week published a letter show- 
ing some of the inconsistencies of our theories of 
governmental regulation of railroads. He compares 
the government finances with those of the railroads 
of the country, and estimates that during the three 
years that the national revenues have shrunk $188,- 
000,000, the defaults on railroad bonds have equaled 
about the same amount. Continuing, he says: 

“Tbe government pays uniform compensation for the 
carriage of its mails, and stipulated prices for the trans- 
portation of its troops and supplies, and it does not 
plead that ‘competition’ is lessened, ‘trade restrained,’ 
or its expenses are increased because it does not receive 
concealed rebates from those charges. If governmental 
officers accepted them they would be dismissed. Nor do 
its officers say that as the rates they ask for are for the 
government they will exercise its power to compel open 
or secret cut rates, or that they will divert their large 
business if railways do not concede for the state some or 
allof the irregular things done under private guises 
called ‘competition.’ As the government is the largest 
patron of the railways, its legal aid should be given to 
put and keep all other patrons upon the same honorable 
plane on which it conducts its own business with the 
same carriers. 

“If the United States purchased the railways they 
would continue tosoactas to their own traffic, and 
would fix and enforce against all others the transporta- 
tion charges found reasonable and made public. Con- 
ferences among parallel governmental lines would also 
be as essential then as now, to. decide and announce their 
intricate rates, and the changes in them required by 
law, by new and controlling trade conditions and by 
legitimate competitive forces. 

“Tr government purchased only the Union Pacific 
Railway under the pending foreclosure, it could only an- 
nounce itsrates upon the large competitive traffic of 
that great system after the conferences and the methods 
which that company now avails of. With all its power, 
government could not maintain independent rates on 
that one line and secure traffic for it unless its private 
competitors made the same rates and maintained them 
with equal honor and inflexibility. 

* If the government controlled both the railway and 
customs charges, it would inflexibly and uniformly 
charge and retain both schedules as published. There 
would be no other justifiable governmental course. and 
it is equally just when the railways collect one of those 
charges. If, on the other hand, it is better that only the 
transportation element of commerce be capricious, con- 
cealed and preferential, because that condition is a de- 
sirable requisite of so-called ‘ competition,’ should not 
rival customs collectors also make different import 
charges at their competing ports of entry ?”’ 


Mr. Blanchard goes on to argue that if transporta- 
tion is a delegated governmental function, railroads 
are entitled to a reasonable delegation of power to 
maintain stability of rates. Suppose the government 
had owned the railroads during the past three years; 
it would have had to tax the people to meet the def- 
icits and that would have been more inequitable than 
to let the burden bear upon the actual users of the 
railroads. 








The Nicaragua Canal in Congress. 





In the sundry civil bill as it passed the Senate some 
very significant changes were made in the item pro- 
viding for continuing the surveys on the Nicaragua 
Canal. As the bill passed the House it contained the 
following words: ‘‘ And to carry out this purpose, 
the President of the United States is authorized to 
appoint a commission to consist of one engineer from 
the Corps of Engineers of the United States Army, 
one engineer from the engineers of the Navy and one 
engineer from civil life.” In the Senate this clause 
was changed to read: ‘* And tocarry out this purpose, 
the President of the United States is authorized to 
appoint, by and with the advice and consent of the 
Senate, a commission to consist of one engineer from 
the Corps of Engineers of the United States Army, 
one ofticer of the Navy, who may be taken from the 
active or retired lists, and one engineer from civil 
life.” 

The significance of the changes in the Senate is 
apparent when one reads carefully the words and 
studies the debate and knows something of the his- 
tory of the past. The influences which have so long 
dominated the Senate in this matter, against the real 
interests of the canal and of the country, are appar- 
ent. Various efforts were made in the Senate to 
modify this provision, so, for instance, as to enlarge 
it to five members and to make it discretionary with 
the President as to whether any officer should be ap- 
pointed fromthe Army and Navy, etc. All of these 
were voted down and it will be observed that the re- 
quirement that the appointee from the Navy should 
be an engineer was striken out and that the Army 
and Navy members can be drawn from the retired 
lists. 

As we read the amended clause and the debate we 
discover the meaning of the change. Obviously, itis 
the purpose of the friends of the old company to pre- 
vent, if possible, the selection of Colonel Ludlow and 
Mr. Endicott. Opening the retired list to this ap- 
pointment makes it possible to send to Nicaragua an 
ofticer of the Engineer Corps of the Army known to 
have been friendly to the old company and physically 
untit for the labors of the examination. Striking out 


the word ‘‘engineer ” in the case of the Navy makes 
it possible to send a line officer known to be friendly 
to the old company and en ‘irely incompe'ent to make 
a critics] examination of the ground and of the great 
physical questions involved. Making the appoint- 
ments subject to the approval of the Senate makes it 
possible to block the selection of three men soable, so 
energetic and so patriutic as the gentlemen who made 
up the last Board and whose able and fearless report 
stopped the progress of one of the most audacious 
bunco games that has ever been brought before Con- 
gress. 

Tt is quite evident that those who wish to save the 
couutry from the consequences of foolish action in 
this Nicaragua Canal matter must still be vigilant. 
It is another case of what we see constantly in poli- 
tics -on one side is a group of m:n who have great 
money interests at stake; on the other side are men 
who have only the public good as a motive power. 
Obviously, persistence and vigilance and unremitting 
activity are most likely to be found wit) those whose 
personal interests are involved and the danger is that 
the other party will get tired or careless. 








The New Experimental Locomotive for Purdue 
University. 





The information that a coatract had been signed by 
the authorities of Purdue University and the Scbenec- 
tady Locomotive Works for a new experimental] loco- 
motive, to be known as ‘‘Schenectady No. 2,” reached 
us last week after we had gone to press. In another 
column of this issue we publish a letter from Prof. W. 
F. M. Goss, which describes in a general way the new 
locomotive which will have a boiler capable of carry- 
ing a steam pressure of 250 lbs. per square inch ard 
which will be so arranged that the cylinders can be. 
detached from the saddle casting, thus permitting the 
use of cylinders of various dimensions. We under- 
stand that the new engive willhave all the improve- 
ments which have recently been applied to modern 
American locomotives. 

The engine ‘‘Scheneclady No. 1,” now at the Pur- 
due testing plant, was described in a paper on “A 
Laboratory Locomotive,” presented by Professor Goss 
at the San Francisco meeting of the American Society 
of Mechanical Engineers in May, 1892, and given in 
the Railroad Gazette May 20 of the same year. This 
engine was ordered of the Schenectady Locomotive 
Works in May. 1891, and was built from a design 
made in December, 1887. It carries a working steam 
pressure of 140 pounds per square inch. 

The work done on the testing plant at Purdue Uni- 
versity has been set forth in various papers and reports 
presented by Professor Goss before the engineering 
associations and railroad clubs, and the following will 
give an idea of the scope of the work performed with 
the first engine. 

The results of the tests made during 1892 and 1893 
were given in two papers, one of which was an article 
in the Railroad Gazette, Oct. 7, 18982, which showed 
especially the relation existing between the steam con- 
sumption and various points of cut-off. The second 
paper was read before Division B of the Engineering 
Congress at the World’s Fair and gave the results of 
20 tests made under different conditions as to draw- 
bar load, speed and cut-off. An abstract of this paper 
appeared in the Railroad Gazette, of Aug. 25, 1898. 
The results of numerous experiments showing the 
effect of the locomotive counterbalance were presented 
in a paper before the American Society uf Mechanical 
Engineers, December, 1894. 

On Jan. 28, 1894, the mechanical laboratory in 
which the locomotive was installed was destroyed by 
fire, but by Sept. 14 of the same year a new testing 
plant was ready for operation, and the locomotive 
“Schenectady No. 1” had been overhauled and re- 
paired at the Indianapolis shops of the Pittsburgh, 
Cincinnati, Chicago & St. Louis. Quite a large 
amount of data which had been collected but not 
published was lost at the time of the fire; it was 
therefore necessary to repeat many of these tests. 

The results of the experiments which have been con- 
ducted since the rebuilding of the laboratory form the 
substance of a number of recent papers by Professor 
Goss. One of these describes the effect of high rates 
of combustion upon the efficiency of locomotive boil- 
ers, and was read before the New York Railroad Club 
and given in the Railroad Gazette Sept. 18, 1896. 
Auother paper, presented before the Western Railway 
Clubin May, 1896, treated especially of the maximum 
power developed by the locomotive as demonstrated 
by experiments at Purdue University ; also the rela- 
tions between the power and speed, and between power 
and cut-off, and the steam and water consumption at 
different speeds and cut-offs. An abstract of this 
paper will be found in our issue of June 5, 1896 

Other work which has been done on this plant is 
the determination of the effect of long and short in- 
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dicator pipe connections and the extensive series of 
experiments conducted in connection with the Com- 
mittee of the American Railway Master Mechanics’ 
Association to determine the proper design and size of 
exhaust pipes and nozzles. The results of these tests 
are given in the report of the Master Mechanics’ Asso- 
ciation for 1896 and in the Railroad Gazette July 3, 
1896. 

It will be seen what.a variety of subjects has already 
been investigated. Butso many important changes 
have been made in-the design of locomotives within 
the past ten years that it is impossible to obtain with 
an engine such as ‘‘Schenectady No. 1” many of the 
conditions now commonly existing in the best loco- 
motive practice. These conditions have followed an 
increase in steam pressure, weight and the size of the 
working parts, in addition to many radical changes ia 
the design. It is gratifying to know that very soon 
the Purdue testing plant will be provided with facili- 
ties for obtaining exact data concerning many points 
upon which there is, at the present time, little or no 
reliable information. 

With the wide range of steam pressures which will 
be available with ‘‘Schenectady No. 2” the effect on 
the economy of the engine due to increasing the 
pressure can be studied, and the point of maximum 
economy can probably be observed both when work- 
ing as a single expansion and as a compound engine. 
The many important problems. connected with the ac- 
tion of the valves, valve motion and lubrication with 
high pressures can also be investigated with a possi- 
bility of obtaining some valuable information. 

Probably the most important feature of the new en- 
gine is that it can be worked as a simple engine with 
cylinders of various diameters, or as a compound en- 
gine in which the diameter of cylinders and the cylin- 
der ratio can be varied. Much data is needed at this 
time on the proper cylinder ratio for compound luco- 
motives, and also exact data is desirable regarding the 
economy resulting from varying the sizes of the cylin- 
ders of simple engines. 

The opportunity of making with the new engine a 
direct comparison of the relative value of the simple 
and compound locomotive is undoubtedly the best 
which has so far been offered and the results obtained 
will gealong way toward clearing up this very trouble- 
some question. So much good work has been done on 
the Purdue testing plant that with its new equipment 
it should possess an added interest for railroad men 
who ought to give their best support and encourage- 
ment to institutions willing to undertake such work. © 








Annual Reports. 


Southern Pacific Co.—The Southern Pacific reports 
now for the year ending December(31, 1896, although the 
fiscal year of the company has been changed to June 
30. This preliminary report is, however, very full. The 
total miles operated were 7,389, The main results were : 














Dec. per 

Decrease. cent. 

Gross earnings.......... $48,666,667 $1,790,358 3.68 

Operating expenses..... 31,962,207 1,280,229 3.85 

Net earnings........... $16,704,460 $510,129 - 2.96 
Total incomMe..... evsesse 18,934, 105 657,370 
Charges toincome ... $17,)44,551 $261,701 
Oicade ciccesécacces 1,789,554 395,669 


It will be observed that while gross earnings fell off 
3.68 per cent., the operating expenses were reduced even 
more, so that the net loss was only 2.96 per cent. The 
total passenger earnings amounted to $11,979,580, or 25 
per cent. of the earnings of the system and the decrease 
in these was but 0.36 per cent. The mail earnings, 
which were about $1,476,000, actually increased slightly. 
The freight earnings were $29,912,802 or 61 per cent. of 
the whole and these diminished 5 per cent. as compared 
with the year before. The number of passengers car- 
ried increased about 2 per cent. and the passenger miles 
increased in about the same ratio, aggregating 605,701,668. 
The receipts per passenger mile were 1.978 cents; they 
decreased on the Pacific system and increased on the 
Atlantic system, the result being an increase of 0.044 
cent in the aggregate. The greatest loss in earnings 
Was, as we have seen, in freight. The ton-miles fell off 
2.7 per cent., but the total reached the enormous aggre- 
gate of 2,538,607,799. The average rate was 1.178 cents per 
ton-mile, 

The decrease in operating expenses went through all 
the items except general expenses, which were increased. 
In maintenance of way, the operating expenses were 8 
per cent. less than in the preceding year. In mainte- 
nance of equipment, the decrease was 444 per cent., and 
in conducting transportation nearly 3 per cent. Con- 
Siderable part of the reduction in transportation ex- 
penses was due to care in loading cars. On the Pacific 
System, for instance, while the tons handled fell off only 
0.64 per cent. and the ton-miles 3.42 per cent., the revenue 
train mi‘eage fell off 12.39 per cent. The decline there 
in loaded car miles was 8.08 per cent., and in empty car 
miles 15,02. On the Atlantic properties there was a re- 
duction of 6.21 per ceht. in tonnage and 7.45 per cent. in 
car-miles, 

The average train load is given in two ways; first, 
based on the mileage of revenue trains and, second, 
based on total freight train mileage. The heaviest aver- 
age load on the revenue train vasis is on the Pacific sys- 


tem, which amounts to 236.91 tons per train, but on the 
basis of total mileage the average load is 185.68 tons. On 
the Atlantic properties the average load of revenue 
trains was 211.51, aud on the basis of total mileage it was 
205.14 tons. On the Houston & Texas Central lines the 
average train load was about 174 tons. The reasons for 
estimating the train loads both ways are stated in the 
report. In one case the train mileage includes simply 
trains carrying regular train crews; in the other it in- 
cludes miles run by helping engines and locomotives 
running light. The company has always used the total 
locomotive mileage as the unit. The light mileage isan 
important part of the total on the Pacific system because 
of the heavy grades. In order t»)control and minimize 
this mileage as far as expedient, by reducing grades and 
by the use of heavier locomotives and by closer attention 
to loading cars, the total mileage is used in making up 
the average tons per train. 

In the general remarks of the President, which are 
important and interesting, he speaks of his gratification 
at observing the excellent physical condition of the 
properties on a recent trip. A table is presented show- 
ing a comparison of traffic and rates as between 1885 
and 1896. The reduction in passenger rates was 20.28 per 
cent. and in freight rates 44.23; or stated in another way, 
the properties have given to the public in the time 
noted an increase of 25.95 per cent. in passenger service, 
with an increase in gross earnings of less than one half 
of one per cent. and an increase of 88.62 per cent. in 
freight service, with an increase in gross earnings of a 
little over 5 per cent. The exceptionally large reduction 
in rates within this short period is attributed in some 
degree to the saving from consolidating a number of 
smaller lines, by which the service to the public was im- 
proved and expenses reduced. 

Mr. Huntington notes a favorable change in public 
opinion toward the railroads and corporate interests in 
general. He thinks he discovers that the mutuality of 
interests is becoming better understood by the public 
and by the officers of the public. He believes that the 
trend of public opinion is unmistakably in favor of 
uniformity of rates and that altogether there isa marked 
improvement in the public mind toward the transporta- 
tion interests. We thought so too a year ago, but the 
last 12 months have made us again doubtful as to any 
important improvement in this respect. 

In one of Mr. Huntington’s positions we can, however, 
agree with him thoroughly. He says: ‘‘ However bad 
the laws may be, they have, I believe, never damaged the 
railroad properties of this country as much as did the 
people who owned them by their want of faith with each 
other and disregard of engagements with each other, ro 
matter how sacred their character may have been.”’ We 
are glad to have this said on the authority of the 
president of agreat railroad system. We have repeatedly 
said it and have long believed it. The salvation of the 
railroad properties of the country rests more with the 
officers who administer those properties than with the 
makers of the laws. It is just as absurd to run to Con- 
gress to get laws to help manage railroad properties as it 
is to try to get laws which will help to make people rich 
in manufactures or in any other calling: it is all a part 
and parcel of one vicious principle. To be sure it does 
not follow from this that the railroads ought to stop 
trying to have the anti-pooling clause abolished from 
the Interstate Commerce law. That effort is working 
toward less legislation instead of toward more. In brief, 
one of the great difficulties of the situation is, and long 
has been, that the efforts of the honorable to control 
the dishonorable are defeated by the laws. It is 
Mr. Huntington’s opinion that the limit of the down 
ward tendency of rates has been reached if the owners of 
the railroads and their managers can agree to maintain 

reasonable and just rates, but to what extent such 
agreement can be kept “‘ remains to be seen.” 





Chicago & West Michigan.—The Chicago & West 
Michigan reports for the year ending Dec. 31, 1886. The 
miles vperated are 581, of which about 93 are worked 
under lease. The gross earnings in 1896 amounted $1,- 
642,617, having decreased $81,430 from the previous year. 
The working expenses and taxes were $1,321,476; decrease, 
$82,621. The per cent. of expenses and taxes to earnings 
was 80.44, which, it will be seen, is far above the average. 
The Board, 1n its report, says that this large percentage 
‘tis due entirely to the small earnings, as a large increase 
in traffic could be handled with only a slight increase in 
expenses’ The net earnings were $321,141, having in- 
creased about $1,200. A small sum was received from 
interest, and the sum of $408,364 was paid for interest on 
bonds and coupon scrip, an increase of $7,836 over the 
previous year. After paying interest there was a deficit 
of $85,727, being only a few hundred dollars above that 
of the preceding year. 

This line, lying out of the east and west thoroughfare, 
is dependent entirely on local support, and consequent- 
ly suffers severely from the depression in business. This 
is true not only of freight, but of passenger business. 
The ton miles in 1896 were 6,000,000 more than in the pre- 
vious year, amounting to 92,595,000. The average haul 
was longer, but the rate was less, namely: 1.073 cents, 
as compared with 1.194. Since 1883 the freight rate has 
fallen from 1.675 cents. The passenger-miles were 23 
millions less than in the previous year, namely, 24,972,- 
000. The rate was slightly greater, being 2.141 cents 
against 2.119. 

Some improvements have been made during the year 
notwithstanding the hard times. Forty-eight wooden 


culverts have beeu replaced with iron pipe aud seyeral 


The total of iron 
Iron surface 


new ones have been built or extended. 
pipe used for this work was about 1,500 ft. 
cattle guards were put in to the number of 9%, of which 
68 replaced old wooden guards and 18 worn-out iron 
guards. Small repairs were made to a number of 
bridges and one new one was built. As for the future 
it is said that 40 miles of standard fence will be required, 
that 50 stock cars are needed and that the old wooden 
bridge over the Grand River at Grand Rapids is liable to 
give out at anytime. The plan for a car ferry, while 
still under consideration. has not been adopted, as con- 
ditions are not yet favorable. 





The Traffic of the “ Nickel Plate.” 


The public and the railroad world are in the habit of 
looking upon the New York, Chicago & St. Louis Rail- 
way as a sort of poer relation of the Lake Shore & Michi- 
gan Southern, and it may surprise them when we say 
that the Nickel Plate has the denser freight traffic 
of the two. The report for the last year shows that its 
freight traffic was equivalent to the movement of 2,383 
tons each way daily over the entire 512 miles of its road, 
while the Lake Shore’s freight was equivalent to 2,132 
tons each way daily over its 1,440 miles. The latter, it 
is true, has a long lead in passenger traffic, it being 
equal to 200 each way daily, against 122 0n the Nickel 
Plate. 

Moreover, the Nickel Plate, which lacks much of the 
perfection and completion of appliances which distin- 
guish the Lake Shore, shows a higher cost of operation 
per unit of traffic, itis true, but an extremely low cost 
nevertheless. Assuming the proportion of the cost to 
receipts to be the same for both passengers and freight, 
which, however incorrect, will serve for a fair compari- 
son between the two roads, we find the cost per ton-mile 
0.374 cent on the Lake Shere and 0 435 on the Nickel 
Plate, and the cost per passenzer-mile 1456 cents on 
both roads. The Nickel Plate, be it observed, is the 
worse paid of the two, getting 1.76 cents per passenger- 
mile to the Lake Shore’s 2.141, and 0.526 cent per ton-mile 
to the Lake Shore’s 0.549. 

The secret of it is that the Nickel Plate is all main 
line, while the Lake Shore is mostly branches. and these 
branches bring down the average density of traffic and 
bring up the average cost per unit of traffic. If we had 
the figures for the Lake Shore’s main line separately, 
the comparison would be very different. The Nickel 
Plate has an average haul of 95 miles per passenger and 
283 miles per ton of freight; the Lake Shore less than 
47 miles per passenger and 174 miles per ton. 

Naturally, an exceptionally large proportion of the 
Nickel Plate’s business is through. Its report makes a 
separate statement of its earnings from through freight, 
and they amounted in 1896 to $3,340,104, which is more 
than 71 per cent. of its total freight earnings. 

If the Nickel Plate’s freight had been given to the 
Lake Shore to carry, that road, owing to the lower cost 
of carrying freight on it, would have made apparently 
about $534,000 more profit from it than the Nickel Plate 
made. 

The latter’s average freight train load was 230 tons; 
the Lake Shore’s, 3211. This is probably partly due to 
the larger proportion of westbound freight which the 
Lake Shore is ableto secure. The Nickel Plate’s earn- 
ings from eastbound through freight were 214 times 
those from westbound. 








In the Journal of the German Railroid Union of 
April3 last, Baron zu Weichs-Glon, the eminent 
Austrian economist, claims for Frederick List the 
credit of establishing the first railroad journal, not only 
in Germany but in the world (iiberhaupt) ; and he pro- 
ceeds to give extracts from List’s Hisenbahn-Journal 
und National Magazin, published in 1835. The rail 
road newspaper idea, however, List carried with him 
from America, with many of his other railroad ideas. 
His exile was certainly of immense value to Germany, 
though in quite another sease from that intended by 
the authority which hanished him. As we write we 
have before us the first number of the American Rail- 
road Journal, dated Jan. 2, 1832, and this periodical, 
instead of dying in infancy like List’s journal, has con- 
tinued down to this dav, and until 1887 under the same 
name, while it now appears as the American Engineer 
Car-Builder and Railroad Journal, and _ proudly 
boasts of its sixty-sixth year on its cover. 
List lived in Pennsylvania, from 1825 to 1830, when this 
whole country was eagerly interested in improving its 
means of transportation. He published a German news- 
paper, was interested in the development of coal mines, 
and engaged iu the building of a railroad which gave 
them an outlet to the Schuylkill Canal. But while liv- 
ing here he made plans for railroads in Germany and 
urged their adoption in writing. Later he visited both 
France and Germany, and in 1833 removed with his 
tamily to Leipsic. where he had been appointed Ameri- 
can Consul by President Jackson. Thenceforward he 
wis the most prominent and effective of the advocates 
of railroads in Germany, and succeeded in carrying to 
completion the Leipsic & Dresien Railroad, the first in 
Germany of any length. Many of the other liaes pro- 
posed by him were built afterward, but he had little ac- 
tive part in the work, and he committed suicide, a dis- 
appointed man, in 1846. Now bis wisdom and foresight 
in appreciating the value to Germany of the new means 
of transportation, and in discerning the direction of the 
chief traffic routes, are universally acknowledged in Ger- 
many, andif he were still living doubtless his breast 
would be covered with decorations, 
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Recent Rail Orders. 


The following table shows the orders for rails placed 
since the breaking of the Association, so far as we have 
been able to get the facts. Wemight add that it has 
been an extremely difficult matter to collect these figures 
inasmuch as certain railroad otficers directed us to the 
rail mills as the natural source for such news, while the 
mills, on the other hand, referred us to the railroads, 
refusing to assume responsibility for giving out for pub- 

cation facts they considered confidential. 
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Arizona & Southeastern, —_— BOI ives os a esavencn 5, 
; fl llinois Steel Co. 34,000 
Atchison, Topeka & Santa Fe. Carnegie Steel 54,000 
Atlanta. Knoxville & Northern, Illinois Steel Co... cesses Synee 
Atlanta & West Point, Bethlehem Iron Co.............. 2, 
TR IN vc ccvavecesperunbebesnen xs we x<knee *5,000 
Baltimore & Ohio, Carnegie Steel Co.......... . went 50,000 
Bangor & Aroostook, Pe nosylvania Stcel Co. .......... 1,200 
Bennington & Rutland, Carnegie Steel Co...... .. .... 1,050 
Boston & Albany............- os esecgeccoeerece caaeineee *10,000 
Boston & Maine, Pennsylvania SteelCo ___...... ... 12, 500 
Burimgton, Cedar Rapids & Northern, Itinois Steel pee 
EMD. ceunigd ces posnehebuehesncionss Upiknrs+esesanbsaeccncees +05 
Butte, Anaconda & Pacific, Illinois Steel Co... ...... 1,800 
Canadian Pacific, Carnegie Steel Co .. .................. 65,900 
Central Railroad of New Jersey, Lackawanna iron | & 
PROD. c0 ccna seeheen oshenablibaxiense 05s .cunsins 5 600 
Charleston & Western C arolina. Bethlehem Iron Co. 3.000 
Chesapeake & Ohio, Carnegie Steel Co................... 15,600 
Chicago & Alton. Iilinois Steel Co ...............-eeeeeee 5,000 
Chicago, Burlington & Quincy, Illinois S'eel Co ....... 30,000 
Chicago & Eastern I}linois, Iliinois Steel Co............ 4.00) 
Chicago, Hammond & Western, Carnegie Stee: Co..... 2,009 
joa es) 
30.000 { 
Chicago, Milwaukee & St. Paul Bethiehem Iron “a 50 0CO0 
eee 20,000 J 
Chicago & Northwestern, Illinois Steel WS cia koa £0,000 
Chicago, Kock Island & Pacific, Illinois sane 1 IE *30,000 
Chicago, St. Paul, Minneapolis & Omaha, Illinois Steel 
IDG ics cts eisne Mane sadioas change tetas: €8S%eN0N) SRR de 5,000 
Cincinnati, Portsmouth & Virginia, Carnegie St 300 
Colorado Midland, Illinois Steel Co. ._ .............. 3,000 
(Cambria Iron) 
Columbus, Hocking Valley & Toledo+ 2 Steel ; \. 4,000 
(Go... 462,000) 
Cripple Creek District, Illinois Steel PDD cckwrisesennavsce 700 
Dallas Terminal, Carnegie steel Co...................... 3,000 
Denver & Rio Grande, Carnegie § Steel te wo > S00 
Detroit & Mackioac, Carnegie Steel Co............. veces =, VON 
Duluth, Missabe & Northern, —- Steel Co........ 1,550 
E j Lackawanna Iron & Steel Co.. Py 500 18,500 
crie | Carnegie Steel Co. o* ssensee poe e 2 ePesese . 
Grand Rapids & Indiana, Carnegie Stee! ‘Co Lnmenwane «-- 1000 
SS IE 6 aceccas, seonasnetoenenete=neennswes- «ance *30,000 
Houston, East & AA est — asd re * eT se ~—-7,000 
inois Steel Co........ Py ‘s 
Illinois Central { Rothiehem denna... ouos octets 50,000 
Kansas City, Fort Scott & Memphis, a I Steel 
LDie50%sad00% sSpewesese ae pao wh eeeeuwaseabaeen -. 1,000 
(Illinois Sea 
Lake Shore & Michigan Southern4 oat sont 15,C00 
(OG F* i0,000) 
Lehigh Valley, Bethlekem Iron Co.......... .....eeeeee: *12,000 
Lima Northern, Illinois Steel Co...... ........0.eeeeeeee 6,00) 
Louisville & Nashville, Carnegie Steel Ds kcterseresesse 30,000 
Louisville, New Albany & Chicago, Carnegie Steel Co. 3,200 
Manistee & Northeastern, Carnegie Steel Co....... ae 3u0 
Memphis & Charleston, Carnegie Steel Co........ ‘enews 1,000 
Mexican Central, Carnegie Steel Co............0. seeees f _— 
20, 


Michigan C entral, Illinois Steel Co... 
Minneapolis, St. Paul & 8. Ste. Marie, Carnegie Steel 










RIDccec actus. shiseasabshaxs. asesubesbsteswuneeses© 
Missouri, Kansas & Texas, a Steel C 
Missouri Pacific, Carnegie a en 
Missouri Railway Construction Co., Cambr 
Mobile & Ohio, Cambria Iron Co................... 
Montgomery & Hampton, Pennsy!vania Steel Go.. 
New Orleans & Northeastern, Carnegie Steel Co. . 
New York Central & Hudson River, Lackawanna Iron 





Pe PAID Sc csabae,.. Sube kndewesicsmies waicewnsienah <a wceisie 36,000 
New York, Chicago & St. Louis, Lilinois Steel Co....... 5,000 
New York, Ontario & Western, Lackawanna Iron & 

Rais i 56 Uses cn bnanadaw anna eee 1 32aRuh socked ou 2,500 
Norfolk, Virginia Beach & Southern, Carnegie Steel — 

cis te Rhaeienes SaTamene PAbsouSeGeeNs se7 Keun waeeiewie 992 
ROR OUE BS TT ONIN ooo ike vncncvosccricsoneccenecosae ‘ 15,000 
Northern Pacific, Lilinois Steel Co...............eeeeeeeee 30,000 
Se Re eestenwe 2,000 
Ohio River & Charleston, “Carnegie Steel Co............ 920 
Oregon Short Line & U tah een Carnegie Steel 

CDi sc0s02%es ne apnegseenatas te She De kee nnanesaies j = 5,000 

her Yambria [ron Co............ sees 
Pennsylvania \ Carnegie — Doi dcnacarawanesbe O00 } 10,000 
ice f linois Steel Co........ - 
Pennsylvania Cor-pany ( Mareapis Steel Go acer : ) 3,250 

Philadelphia & Reading, Bethlehem Lron Co........... *9,000 
Queen & Crescent, Carnegie Steel Co.... ........c..eeee 5,000 
Quincy, Omaha & Kansas City, Illinois Steel puntos 1,000 
Kio G rande W estern, Illinois ‘Steel rr . 2,000 
st. Joseph & Grand Island, es Steel vo. ian. -aiasatasaorase 1,000 

. . { Illinois Steel Co. .5,000 | 
St. Louis & San Francisco 1 Carnegie Stee! Co.3,000 | ° 10,600 

San Francisco & North Pacific, Pennsylvania Steel Co 500 
San Francisco & San Joaquin Valley, Carnegie Steel 

EMO Geen nonasahs.akwso abu eeeaebene encoun pheihenn dain ree 8 
Southern, Carnegie BREN OD icy 5G GsGus Ue ecew bdmewseln « 12,500 
Southern Pacific, Carnegie Steel Go 0. - 30,000 
Terre Haute & Indian: ipolis, C. ‘arnegie ‘Steel OD sis. wee 2,835 

Texas Central, Lllinois Steel Co.... cc... ee eee eee wa 1,400 
EE A Re PEP ORD yc scancccninwsscesseccexnes 20..500500 2,6 





Union Pacific, Illinois Steel Co..........0.. 6. cece re eeee *20;000 
Union Pacific, Denver & Gulf 
Wisconsin Centrai, Illinois Steel Co. 


. stim: ated. 


the Long Island and 
took 


In addition to the above table, 
New York, New Haven & Hartford railroads 
an option on all rails likely to be needed for the 
balance of the year. It is estimated that the latter 
will require 25,000 tons. It was reported that the 
Texas Midland had ordered 20,000 tons, but Gene- 
ral Manager Greene informs us that no amount has 
as yet been settled upon. The officers of the Northern 
Pacific state that the order for 30,000 tons is liable to be 
increased, and it is reported that this increase will 
amount to 50,000 tons additional. 

The order of the Canadian Pacific for 65,000 tons, placed 
with the Carnegie Steel Works, is said to be the largest 
single order for rails ever placed with one firm. In ad- 
dition to the rails, 8,009 tons of angle plates were 
ordered from the same mill. 

While these figures may not include every order 
placed since the breaking of the Association, the few 
that we failed to get would not greatly affect our total. 
We have not attempted to give foreign orders, for the 


reason that figures coming to us from what we would 
ordinarily consider as reliable sources were denied by 
parties equally responsible. 


Jones’ Signal-Wire Compensator. 





The illustration given herewith shows the construc- 
tion of a compensator invented by Mr. Joseph R. Jones, 
of Philadelphia, which is now iz use on about 100 
signals on the Pennsylvania Railroad, chiefly on the 
Philadelphia Division, and which has been in use with 
great satisfaction at one tower (Powelton avenue) in 
Philadelphia since December, 1893. During these three 
years this compensator has required no repairs or ad- 
justment. Compensators of this design are used at the 
extensive plant at Paoli, which was described in the 
Railroad Gazette of Oct. 2, 1896. At Conestoga tower, 
near Lancaster, one of these compensators gives satis- 
factory service on a wire 3,800 ft. long. Mr. Jones, who 
is Supervisor of Signals on the Philadelphia Division, 
has since 1893 made numerous minor improvements in 
his invention ; these have been patented by him, in con- 
junction with Mr. J. W. Jones, of Harrisburg, and the 
drawing here shown is a copy of that accompanying their 
latest patent. 

In the figure the lever is ‘‘ home” and the signal is at 
danger. The main features of the compensator are the 
ratchet wheel N with a sprocket hub, the weight NV’, 
the pawl K and the rod S, with their connections. The 
front wire is connected, as shown, to thechain A!, which 
runs over the sprocket hub of N to and around pulley C! 
and to the link attached totheaxleof floating pulley 41. 
The similar connection for the back wire needs no ex- 
planation. The wheels NV are supported on the arms of 
the signal lever by jaws EZ, in which they are suitably 
mounted. Thechains Z1 support the weight N! in case 
of breakage of either wire. Rods S and S* are adjust- 
able at the top, and at the bottom they act on their re- 
spective levers by means of adjustable nuts. 

In the position of the apparatus here shown, wheel 
N is free to revolve, and any expansion of the front wire 


is taken up*by the weight N!. When, for the pur- 


pose of pulling down the signal arm, the lever A 
is pulled to the left, lifting arm C, the lever G 
(pivoted at the right-hand end to C), being no 
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Jones’ Temperature Compensater for Longo Signal Wires. 


longer supported by rod S, allows the weighted end 
Kof the pawl to drop; this pawl, having at the end 
opposite to K asuitable nose, now engages with the teeth 
of ratchet wheel Nand keeps it from revolving; this 
practically makes the front wire, while it is taut, fast to 
the main lever A, and the movement of the distant signal 
arm, therefore, corresponds precisely to the movement of 
the lever. As arm C rises, arm D falls, and the slackening 
of chain F' allows chain A! to be pulled up without 
lifting the weight N!. Each of these chains is 7 ft. long. 

When the signal is at danger and the lever is in its 
normal positien, as shown in the cut, the backwire K! 
is held fast by the sprocket wheel J! the action of the 
pawl on this side being opposite to that of pawl K. 
Whenever the signal is pulled off, as described in the 
preceding paragrarh, the depression of arm D causes 
rod S? to engage with the pawl, lifting it out of con- 
tact with the ratchet wheel and allowing the latter to 
revolve. Every time, therefore, that the signal lever is 
pulled, any undue tension or slackness in the back wire 
is relieved or taken up, as the case may be, by the weight 
N' acting through pulley #1. The pawls on both sides 
have springs by which, combined with the gravity of 
their heavy ends, they are made to quickly engage with 
the ratchet wheels when not controlled by the vertical 
rods. 

The bar supporting the rods S and S? is called a 
ceiling bar, anda plan view of it is shown in Fig. 2. 
The offset is to bring the holes in a convenient position, 
without interfering with the movement of the signal 
lever. 

The weight N' is adjustable. the several pieces being 
cast with necks so shaped that they can be readily put 
into ortaken out from the yoke M'. Under normal 
conditions wires 500 ft. long require a weight of 75 
lbs.; wires 1,000 to 1,500 ft. long, 100 Ibs. ; 2,000 ft., 128 Ibs.; 
2,500 ft., 150 lbs.; 3,000 ft., 175 lbs. Approximately one- 
fourth of the weight acts on the back wire and one- 


half on the front wire, the remaining fourth being 
carried by the fixed support. It is found desirable to 
divide the wei<ht between the two wires in about this 
proportion, the tension on the back wire being, of 
course, less than that on the other. Inthe event of the 
breakage of either wire the weight drops until it hangs 
on chain Z', and the tension on the other wire is released. 








The Florida Railroad Law. 





The bill establishing a railroad commission. with 
power to prescribe freight and passenger rates, which 
has been before the Legislature of Florida for several 
weeks, became a law on May 7 without the governor’s 
signature. In its general spirit it is quite similar to the 
new law of South Dakota, an abstract of which was 
published in the Railroad Gazette of April 30; the rate- 
regulating clause applies to express and sleeping car 
tariffs. We note briefly the provisions of the several 
sections. 

Under Section 1 the Governor is to appoint three Com- 
missioners to serve until January, 1899. The three must 
be one learned in the law, one of experience in railroad 
business and one a person engaged in agricultural pur- 
suits, but after the date named the Commisioners are to 
be elected instead of appointed and shall be chosen 
“without regard to their vocations,’’ and the term of 
each will be four years. Kach Commissioner shall receive 
a salary of $2,500 and his actual railroad fare while per- 
forming his duties. 

Sec. 2 provides for a clerk with asalary of $1,2u0 a year, 
and limits the expenditures under this act. to $15,000 a 
year. 

Sec. 3 prohibits unfair and unreasonable rates. Sec. 4 
declares unjust discrimination to be a violation of the 
act. Sec. 5 makes the law applicable to storage of goods, 
to transportation by ferries, to the business of express 
companies, etc., and excepts street railroads, 

Sec. 6 requires the Commissioners to make reasonable 
and just rates for freight and passengers, to require the 
establishing of freight and passenger depots, to require 
suitable and convenient schedules for trains, to regulate 
interchange of traffic between railroads, to regulate 
charges for storage and demurrage and for the use of 
refrigerator cars, icing, etc., and to direct and control 
all other matters pertaining to railroads that shall be 
for the good of the public; but before prescribing joint 
rates 30 days’ notice and a hearing must be given. 

Sec. 7 requires the Commissioners to investigate inter- 
state rates and to suggest changes where such are 
deemed necessary; and if these changes are not made, 
to present the facts to the Interstate Commerce Commis- 
sion, asking for relief. 

Sec. 8 requires the Commissioners to furnish to each 
railroad, as soon as practicable, printed tariffs for 
freight, passengers and cars, and such tariffs shall be 
deemed prima facie just and reasonable; all rules and 
regulations prescribed by the Commissioners shall be 
held prima facie reasonable and just; but in all mat- 
ters every person or corporation interested shall be 
entitled to a just and fair hearing. 

Sec. 9 requires the Commissioners to investigate the 
books and papers of all railroad companies and to make 
“personal visitations” of railroad offices and stations. 

Sec. 10 requires annual reports from railroad com- 
panies, and specifies 33 items which must be included in 
such reports. 

Sec. 11 requires railroads to submit to the Commission- 
ers all contracts and agreements, and the Commission- 
ers, if they find these unreasonable or unjust, may revise 
and correct the same. 

Sec. 12 prescribes a penalty of not more that $5,000 for 
violations of the act. Sec. 13 gives aggrieved shippers 
the right of action against a railroad company. Sec. 14 
provides for the disposition of fines collected. Sec. 15 
requires railroads to issue duplicate freight receipts, and 
makes the initial railroad responsible for the delivery of 
freight at destination, and the consignee shall be entitled 
to receive his goods on payment of the rates charged for 
the class of freight as stipulated in the receipt. Sec. 16 
provides for an annual report by the Commissioners on 
March 1. Sec. 17 empowers the Commissioners to issue 
subpoenas and directs county judges to‘compel obedience 
No person shall be excused from testifying on the ground 
that his evidence would tend to criminate himself. 
Sec. 18 makes auy officer or employee refusing infor- 
mation subject to $5,000 fine. Sec. 19 excepts from the 
operation of the act mileage and excursion tickets, em 
ployees’ passes, all rates granted for charitable purposes, 
etc. 

Sec. 20 requires annual reports from each railroad ; 
Sec. 21 empowers the Commissioners to direct the At- 
torney-General to institute proceedings against railroads 
to compel observance of the law, etc. An appeal to the 
Supreme Court shall not operate as a supersedeas, but 
shall be given precedence over all other appeals. 








A Belt-Driven Air Compressor. 





The accompanying illustration shows a belt-driven 
vertical air compressor for use in small railroad and 
other shops, where an intermittent supply of air is de- 
sired for driving portable pneumatic tools. It will he 
seen that there are two single-acting cylinders which 
render unnecessary the use of piston rods and stuffing 
boxes. This compressor is built by the Curtis & Co. 
Manufacturing Co., of St. Louis, which company also 
builds direct-connected steam engine compressors, of 
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which the larger sizes are compounded; the compound 
compressors are provided with an inter-cooler. 

A peculiarity of these machines is that all the air 
valves are of the vertical gravity pattern and work 
without springs, while an improved form of piston ring 
prevents the leakage of air past the pistons, which are 
of the trunk pattern. There are no slides or stuffing 
boxes and all strains upon the rods are compression. 
The wrist pins are large and the upper wrist has re- 
newable brass bushings. The crank shaftsare of steel 
of large diameter, with cranks set at 180 deg The main 
journals are long and lubricated by a chain oiler dip- 
ping in areservoir. Thecylinders and heads are water- 
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The Curts Belt Driven Air Compressor. 


jacketed. Automatic goyernors are used which can be 
set so asto work through a large range. These com- 
pressors are built in various sizes, the smallest having 
air cylinders 6 in, in diameter; the large compressors are 
horizontal and are used mostly about mines and quar 
ries. 








The New York Elevated on Grant Day. 





We print below a table showing the number of pas- 
sengers carried by the two western lines of the Manhat- 
tan Elevated System in New York City, April 27. These 
figures, it will be observed, are from 8 a.m. to 8p. m., 
and they are for the Sixth avenue and Ninth avenue 
lines. The traffic on the Eastern Division of the road 
was only normal and the 24-hour record fer the whole 
system, made Oct. 12, 1892, on the occasion of the Colum- 
bus celebration, was not broken. On that date in 24 
hours the total number carried was 1,075,537. The record 


have allowed the use of their names to promote a ques- 
tionable scheme have an immediate duty to perform. 

The club was incorporated in New York early in 1896, 
the objects stated being fair-soundiug but vague The 
by-laws form an elaborate product of a mind evidently 
bent on securing sole power, and assurance of perpetua- 
tion of power, in the hands of the ‘‘ Managing Goveynor.” 
They are long, complicated, somewhat difficult of final 
interpretation and not uuskillful, considering the end 
kept plainly in view. It becomes important to know, 
therefore, that the Managing Governor, C. E. Weisz, is 
not a railroad officer or a railroad employee ; that while 
acorductor he was uncommonly active in endeavoring 
to convert the Orderof Railway Conductors (an insur- 
ance society) into a strike organization; and that his 
last position in railroad service was with the New York, 
Ontario & Western Railway Company, from which he 
was discharged about eight or nine years ago. His 
assoc ate in the board, J. E. Brazee, was discharged by 
the same company in 1895. 

Weisz is at present entirely occupied in the promo- 
tion of the two projects named above. He has a down- 
town private office in the Potter Building, New York, 
and employs men to travel and solicit large contribu- 
tion to the support of the ‘‘Club’’ from the well-to-do 
among his “honorary members.” Within a few weeks 
a wealthy director was on the point of contributing 
$1.000 when achance inquiry prevented this abuse of his 
generosity. There is evidence that the solicitors have 
met with success in many cases. The club has a 
house at 115 East Thirty-fourth street, New York 
City, which has been bought, furnished and heavily 
mortgaged. Liquors are sold there, and the register 
shows average daily visits of four members,the names of 
C. E. Weiszand a few other governors appearing with 
surprising regularity. We have not been able to learn 
of a reputable conductor in the vicinity of New York 
who avails himself of the club; from a large number of 
them the testimony is uniformly that it is unworthy. 
It evidently has but one object. 

The “ National Railway Protective League” is quite a 
different affair. In it, Weisz invites the membership of 
all railroad employees, for a fee of $2 a year. The con- 
sideration offered to the employee is free preliminary 
advice and diagnosis by a local doctor when such em- 
ployee meets with accident; also free preliminary coun- 
sel by a local lawyer in case of either accident or legal 
difficulty with the employing railroad company. It 
requires little effort of imagination to see in this simply 
an organized method of soliciting damage claims, and 
their prosecution for a contingent fee, a vicious practice 
with which all railroad officers are familiar. 








TECHNICAL. 
Manufacturing and Business. 
The new boiler shop and other improvements of the 
works of the Dickson Manufacturing Co., at Scanton, 
Pa., are almost finished. With the addition of the new 
machinery, which is all of the latest design, the capacity 
of the shops will be greatly increased. 

It is reported that J. D. Kirkpatiick, of Birmingham, 
Ala., is in the market for a 30-in. gage saddle-tank 
dummy locomotive and 100 tons of 40-lb. steel rails. 

The American Brake Co. has received an order from 
the Oregon Short Line for brake equipment for 64 en- 
gines. 

The Cooke Locomotive & Machine Co., of Paterson, 








PASSENGERS CARRIED ON THE SIXTH AND NINTH AVENUE LINES, MANHATTAN KLEVATED, APRIL 27. 
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Date. 8 to 9 | 9to 10.|10to1l.|11 to 12.|12 to 1./ 1 to 2. leros. |Bto4. |4to5./5to6.| 6to7.| 7 to 8 || Total. 
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for 12 hours, however, was broken April 27. The great- 
est number of people carried by these two lines in any 
one hour was from 10 o’clock to 11 o’clock on the latter 
day, namely, 51,222, and it will be observed that in the 
two hours, from 9 o’clock to 11, 101,598 passengers were 
eirried,. 








The Railway Conductors’ Club of North America. 





We have received many inquiries concerning the 
‘“ Railway Conductors’ Club of North America,” and a 
!esser number concerning the ‘' National Railway Pro- 
tective League,” both being promoted by some of the 
same individuals, and such information as we have is 
due to the officers and employees who are solicited to 
jointhem. This information is given as temperately as 
the apparent facts will permit, and with a sincere desire 
to avoid injurious reflections upon any worthy persons 
who may have connected themselves with either of these 
organizations. 

Most railroad officers and many public men in this 
country have been, during the past year, invited to be- 
come ‘honorary’? members of the “Club,” without 
dues, and the printed list before us, headed by the name 
of William McKinley and including a brilliant list of 
well-known railroad officers, is evidence of a prevalent 
amiability and trustfulness. It is safe to say that the 
trust is misplaced and that those railroad officers who 


N.J., has removed its New York office to the Have 
meyer Building, 26 Cortlandt street. 

J. M. Hopkins, who has for a number of years been 
connected with Barney & Smith, car builders, Dayton, 
O., has organized the National Railway Specialty Co., 
with offices at 960 Old Colony Building, Chicago. The 
company will handle tbe Security car door. 

The Standard Car Truck Co., Old Colony Building 
Chicago, has recently furnished trucks for the new 80,000- 
lb. Canadian Pacific freight cars. This company has also 
furnished the St. Paul & Duluth two heavy trucks for 
trial under locomotives. 

William A. Parker, for 13 years with the Ingersoll- 
Sergeant Drill Co., now represents the Taylor Iron & 
Steel Co., of Highbridge, N. J.,and the Spaulding & 
Jennings Steel Co., of Jersey City, N. J., in the West, 
with office at 1,524 Marquette Building, Chicago. 

The new Pittsburgh Screw & Bolt Co., of Pittsburgh, 
Pa., has secured the former plant of the Westinghouse 
Machine Co., and it will be equipped for making nuts, 
bolts and screws. 

The Consolidated Rail Joint Co. has purchased the 
mills of the Muskegon Iron & Steel Co., at Muskegon, 
Mich., and will shortly commence making a general 
line of track supplies. The mill at Chicago Heights 
will be closed when the new mill is put in operation. 


The Savannah Locomotive Works & Supply Co., of 


Savannah, Ga., has been incorporated by JohnJ. Mc- 
Donough, Thos. Ballantyne, W. C. McDonough, P. J: 
O’Connor and M. A. O’Byrne for the purpose of build- 
ing, repairing and leasing locomotives and manufactur- 
ing and dealing in railroad material and supplies. 
The capital stock is $100,000 with power to increase to 
$200,000. 

The Campbell & Zell Co., of Baltimore, Md., has re- 
ceived a contract for 1,204 H. P. of Zell water tube boil 
ers for the Metropolitan cable road of Wa-hington, D. C. 
This is the fifth order for boilers the company has 
received from the road. 

The Fox Solid Pressed Steel Co. has removed its gen- 
eral office from Chicago to New York City. 

Frank J. Sprague, who was recently appointed Con- 
sulting Engineer of the South Side Elevated road of 
Chicago, and awarded the contract for the motor truck 
equipment and controlling apparatus for the 120 passen- 
ger cars to be converted into motor cars, will sublet 
contracts probably early in June. 

The Harrington Rail Bonding Co., of New York City, 
has been incorporated under the laws of New York State 
to deal in railroad supplies, with a capital stock of $75,- 
000. The directors are: Samuel H. Harrington, William 
R. Cook, John R. Matlock, Jr., and David Murray, of 


New York City. a 
Iron and Steel. 


Prices of Bessemer iron have again declined. 
the month of April aggregated 119,500 tons. 

The Penn Iron & Coal Co. has blown in its furnace at 
Canal Dover, O., which has been idle since last August. 

The Northern Trust Co., of Chicago, has bought the 
plant of the Calumet Iron & Steel Co., at South Chicago, 
under a decree of foreclosure. The amount paid was 
$374,088. The plant consists of 60 acres of land, a rolling 
mill and furnace. 

No. 3 furnace of the Carnegie Steel Co., at Duquesne, 
Pa., was blown in on May7. Nos. land2 furnaces are 
already in blast, and itis expected that No. 4 will be 
ready to be blown in some time during June. 

The Pennsylvania Steel Co., Steelton, Pa. is making 
arrangements to start the Lochiel furnace, at Harris- 
burg, which has been out of blast for several years. 

At the recent annual meeting of the Crane Iron Co., 
Catasauqua, Pa., Leonard Peckitt was elected President, 
and James M. Hodge, Secretary and Treasurer. Direct- 
ors were elected as follows: Leonard Peckitt, R. F. 
Kennedy, F. G. Kennedy, Jr.. R. E. Hastings, J. A. Har- 
ris, Jr , W. S. Pilling and George M. Troutman. 

New Stations and Shops. 

The Gulf, Colorado and Santa *e is building a new iron 
and brick freight house and office at Dallas, Tex. The 
building consists of a brick office, 30x50 ft., with an at- 
tached warehouse, 40x 208 ft. The F. L. Stevenson Con- 
tracting Co., of Dallas, has the contract for flooring, 
brick and stone work, and the Missouri Valiey Bridge & 
Iron Works, of Leavenworth, Kan., for the ironwork, 
Bids have been invited for a new passenger station at 
Dallas, to be 75x110 ft. The building will be of brick 
and stone, two stories high. 

The West Virgina, Central & Pittsburgh has given a 
contract to H. W. Blocher, of Cumberland, Md., to build 
a new roundhouse at the company’s yards in Sinclairs- 
ville, W. Va. 

The Fiemont, Elkhorn & Missouri Valley has called 
for bids for a new depotto be built at Deadwood,S. Dak. 
The building will be of stone and brick, part of it two 
stories high, the second floor being devoted to offices. It 
is proposed to have the building completed by fall. 

The Chicago, Burlington & Quincy began excavating 
on May 3 for the foundation of the new passenger station 
to be built at Omaha, Neb. The foundations show that 
the building will be about 76 x 316 ft. in size. This 
part of the work is being done by the railroad company. 
Plans for the superstruct'ire, which will be built under 
contract, are expected to be completed soon. 

Automatic Couplers on the Southern Pacific. 
In the annual report of the Southern Pacific we find 
that on the Pacific system the sum of $99,254 was ex- 
pended last year for automatic couplers; 4,834 freight 
cars were thus equipped. Onthe Atlantic properties 
865 freight cars were equipped with automatic couplers 
ata cost of $18,590. From these figures, the average 
cost per car on the Pacific system was $20.50 and on the 
Atlantic system $21.50. 

The Economy of Preserving Timber. 
In the annual report of the Southern Pacifie Co. just 
published are some interesting figures as to the ‘re- 
sult of creosoting lumber. Figures are given of the 
diminished cost of maintaining timber trestles since 
they have been renewed with creosoted lumber and 
ballasted decks. In 1891 when the effect of these renew- 
als had become apparent, the cost of maintaining the 
timber trestles on the Atlantic prcperties was $1.212 per 
lineal foot. ‘This fell to $0.953 in 1893, and in 1896 it had 
fallen to $0.346. 
Decision in the Safety Valve Suit. 

The suit of the Consolidated Safety Valve Co. against 
the Ashton Valve Co., of Bostun, Mass., for infringe- 
ment of a patent, was decided in favor of the defendant 
by Judge Colt in the United States Circuit Court at 
Boston, May 7. The valve in question was patented by 
George W. Richardson, Jan. 19, 1869. The Court held 
that the proper construction of the Richardson patent 
requires that the aperture at the ground joint caused 
by lifting the valve should always be greater than the 
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aperture for the exit of steam into the open air. The 
Ashton Valve Co.’s valve does not embody this con- 
struction. 
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THE SCRAP HEAP. 
Notes. 

The New York Central conductors who went to the 
Los Angeles convention started from Buffalo on May 5 
in a special train. 

The Illinois Railroad Commissioners have notified the 
railroads to make monthly inspections of interlocking 
switches, signals and apparatus, and report the results 
to the Commission. 

The new Southern Freight Association has begun 
operations in Atlanta with a force of 33 clerks, which is 
29 less than the force employed by the old Southern 
States Freight Association. 

The Railroad Commissioners of New Hampshire have 
notified the railroads to place safety blocks in all frogs, 
switches and guara rails. The method of blocking is to 
be submitted to the Commissioners, and the work is di- 
rected to be done by Jan. 1, 1898. 

A Chicago paper reports a great increase of activity in 
that city in the trade in railroad ties, due to the recent 
reduction in the prige of steel rails and the conseqnent 
ex pansion of track-laying. The schooners which bring ties 
to Chicago from the timber regions along the lakes are 
having an active season for the first time since 1893. 
Vessels are making contracts which will keep them busy 
all summer. 

Mr. P. J. Flynn has been elected Chairman and Secre- 
tary of the Colorado Passenger Association. This an 
nouncement, which we take from a Denver paper, would 
seem to indicate that the association named, which was 
reported as disbanded after the Supreme Court decision 
on the anti-trust law, has been re-established. The sep- 
aration of the Utah associations from those of Colorado, 
which was indicated by the recent announcement of a 
separate commissioner for the Demurrage Bureau at 
Salt Lake City, seems to have been carrieda step farther, 
and Mr. C. H. Griffin has taken Mr. Flynn’s place as 
Chairman of the Utah Railway Association. 

The Governor of Arkansas called a special session of 
ofthe legislature this month for the purpose, chiefly, 
of having a discussion of a bill to establish a railroad 
commission, the propositicn having failed at the regular 
session; but after long deliberation the Senate, on May 
5, by a vote of 16 to 15, rejected the bill. It is possible 
that another bill will be brought forward in the House, 
and it is said that some of the Senators who voted in the 
negative on May 5arein favor of some kind of a com- 
mission bill. Governor Pingree, of Michigan, has sent 
to the legislature a message urging an increase of the 
rate of taxation op railroad property. The legislature 
of Delaware, which is considering a bill to establish a 
state railroad commission, has received a petition in 
favor of it which is said to be 60 ft. long. The Massa- 
chusetts Legislature, after many days’ discussion, has 
rejected a bill to authorize railroad companies to issue 
their own stock in exchange for the stock of subsidiary 
railroads absorbed. 

Summer Courses of the Massachusetts Institute of 
Technology. 

During the months of Juve and July, 1897, a supple- 
mentary series of courses of study will be given at the 
Institute. ‘Ihe courses for 1897 are a private undertaking 
on the part of certain mstructors, and they will only be 
given when a minimum number of students have ap- 
plied before a fixed date. A tee of $25 for each course 
will be collected at the time fixed for closing the apph- 
cations For the courses in the chemical laboratories 
additional charges will be made for chemicals, gas, and 
apparatus, and a deposit of $20 will be required to meet 
them. Tbe Summer Courses are open to persons not 
students in the Instute of Technology, if they possess the 
necessary qualifications, — ; 

Tbese Summer Courses include: Mechanical Drawing 
and Descriptive Geometry, Analytic Geometry, Shades 
and Shadows Elementary Design, Chemistry, Physics, 
Modern Languages, Mechanism and Shopwork. 

In Mechanism the course will cover the work io the 
first and second terms of the second year in. Mechanism 
and Gearing, but will not include the subjects of Ma- 
chine ‘Tools and Cotton Machinery. ‘ 

In shopwork, the courses are arranged to give the same 
instruction that is regularly taken by the students in 
Mechanical Engineering. On successful completion of 
the work of each course the applicant will be excused 
from the equivalent work in his department, 
Fisheiman’s Paradise. 

Mr. T. G. Winnett, General Passenger Agent, asks us 
to make it known that Northern Michigan has been re- 
christened in trout-stream water. East Tawas is the 
door or beginning of the trout streams of Northern 
Michigan, and from here north to Alpena the country is 
thickly studded with rivers whose waters are of excep- 
tional purity and well stocked with many kinds of fish, 
such as black bass, rainbow trout, pike, pickerel, ete. 
Some of the smaller streams are wichin a short distance 
trom Bay City,and none of them are so far away from 
Detroit that they cannot be reached in a few hours of 
travel over the Detroit & Mackinack Railway. The “‘fish- 
ing folder” which gives other information of value can 
be obtained by addressing J. D. Hawks, President, De- 
troit, Mich. 

A New Vessel tor the North German Lloyd. 

On Sunday, of last week, the KOnigin Luise, the first 
of the six new steamers for the North German Lloyd to 
be completed, arrived inthis port for the first time. 
She is atwin screw steamship of about 20,000 tons’ dis- 
placement, with a draft of 28 {t.,and 10,600 tons’ register. 
She measures 550 ft. over all, and 525 ft. between perpen- 
diculars, and hasa beam of 66 ft, and a depth of 34 ft. 
Her engines are quadruple expansion, with cylinders 640 
mm. (25.19 in, 970 mm. (87,99 in., 1,330 min. (52.36 in.), 
and 1,920 mm. (%.59 in) in diameter, by 1,400 mm. (55.11 
10.) stroke, running from 77 to 78 turns a minute, and 
capable of developing 11,100 H. P. Steam is supplied 


by 8 boilers, having a heating surface of 22,280: sq. ft., 
and working under a pressure of 220 lbs. per square inch, 
They burn about 130 tonsof coaladay. The vessel is 
lighted by 750 incandescent lamps of 25 c. p., using an 
alternating current. This isthe first German steam- 
ship, and we believe the first of any of the trans- 
Atlantic liners, to use a system of electric lighting by an 
alternating current. The steamship hasa double bottom 
and is divided by transverse bulkheads into 13_water- 
tight compartments She was built by the Vulcan 
Shipbuilding Co., of Stettin, Germany. 

The Third Rail Electric Road in Connecticut. 


On May 10 an official test was given of the “‘ electrified 
track” from Hartford to New Britain on the main line 
of the New England Railroad and from New Britain to 
Berlin on the New York, New Haven & Hartford. An 
electric motor-car, carrying officers of the New Haven 
and of the New England roads. with invited guests, was 
run from Berlin to New Britain and thence to Hartford. 
A third rail, laid between the two rails of the existing 
main track, is used to convey the power to the cars, the 
same as on the western portion of the Nantasket Beach 
line. On the New England portion of the line only one 
of the two main tracks isequipped. The Berlin-New 
Britain line is single track. The power station, which is 
located at Berlin, contains two batteries of five boilers 
each and a1 200-H. P. cross-compound, Greene-Corliss con- 
densing engine, which is direct connected to a generator 
of theG.E type. There is room in the station for twoen- 
gines besides the above, and when enlarged, there will 
be space sufficient for engines aggregating 10,000 H. P. 
At present five cars are ready for service, each 50 
ft. long and similar to those in use at Nantasket 
Beach. The total length of line now supplied with 
the third rail is 13 miles and the run was made in 
about 18 minutes. The conductor rails are 9314 
Ibs. to the yard, rolled in the form of a flattened A. 
These are laid in blocks of wood resting on ties, and 
each rail is bonded by two copper bonds. At stations 
the track has been fenced off so that no injury can be 
done, except by violation of the strict rules of the com- 
pany. At the crossings, the current is carried by a cable 
1n a wooden trough under the ties. Regular service will 
begin soon between Hartford and New Britain. No inter- 
mediate stops will be made, and only special tickets for 
the electric cars will be accepted. The rate of fare on 
the electric trains will be 10 cents one way, subject to 
change without notice. Tnere will be no change in the 
existing steam passenger scbhedul:s, service or rates. 
The electric trains will leave Hartford and New Britain 
every 20 minutes. We intend to show engravings of 
the cars and some of the machinery in our next issue. 


Standard Time in Europe. 

Standard time is now used by the railroads of all the 
countries in Kurope except Portugal, Spain, France, 
Ireland, Greece, Russia and Finland. Central European 
time is one hour faster than Greenwich time, and KEast- 
ern European istwo hours faster. Central time, although 
not formerly called by that name, has been in use in 
Sweden since 1879, and the last nation to adopt standard 
time was Norway, two years ago. St. Petersburgh time, 
which prevails in Russia, differs but one minute from 
Eeastern European time. The principal countries of the 
Continent changed from their former standards to those 
here noted, mostly in 1891, 1892 and 15893, the example of 
the United States in 1888 having been the original in- 
centive to the making of the reform. The 24-hour nota- 
tion. for some time 1n use in Italy, has just been adopted 
by Belgium. 


Railroad Exhibits at the Centennial Exhibition. 


In our issue of Feb. 26 we described some of the special 
features of the exhibits to be made by the Southern 
railroads at the Tennessee Centennial Exposition. In 
that issue we called attention to the display to be made 
by the Nashville, Chattanooga & St. Louis, the Southern 
and the Georgia railroads, and the Plant system. It is 
proposed to make these separate exhibits educational 
bureaus, giving visitors specific data relative to all 
branches of industry through which the _ various 
lines pass. ‘The train made up of Pullman 
sleepers, the same as that shown at the Chi- 
cago Fair, is exhibited. and beside this train is 
shown the first sleeping car built in America. Tie Iron 
Mountain and the St. Louis Southwestern railroads have 
their headquarters in a separate building near the Ter- 
minal Station, and here they show by photographs and 
otherwise the attractiveness of the section through 
which their lines pass. The Seaboard Air Line has built 
a car 28 x 90 ft., artistically decorated and lighted by 
electricity, in which is placed a very attractive exbibit. 


New Burlington Passenger Cars. 


The Chicago, Burlington & Quincy celebrated the 
spring change of time-table, at the beginning of this 
woek, by putting on a complete train of new cars to run 
between Chicago and Kansas City on the schedule leav- 
ing Chicago at 5:50 p.m. The officers of the road gave 
the Chicago reporters a ride on the train. with a dinner, 
and on the return trip, by special train from Mendota, 
whisked them over the road to Western avenue (Chi- 
cago), 79 miles, in 79 minutes. The reporter of the Chi 
cago Inter-Ocean, who was on the engine, says that the 
train went through Aurora at 70 miles an hour. There 
were several slight delays, including one due to weak 
track for about one mile, where repair work was in 
progress, so that the average speed on the open road 
must have been high. ‘The reporters state that one 
stretch of 4.3 miles, from Sandwich to Plano, was 
traversed in three minutes, whichis at the rate of 86 
miles an hour. The new cars of the Kansas City train, 
except the sleeping cars, are of the standard canary 
color of the Burlington, with wide vestibules. ‘lhe bag- 
gage cars have no plattorms. ‘The smoking cars have re- 
clining chair seats upholstered in leather, and the reg- 
ular reclining-chair cars, which are finished in mahog- 
ony, are upholstered in old gold silk velvet plush. ‘The 
trains are fitted with apparatus for heating by hot 
water, and are lighted by electricity, but are also fitted 
with Pintsch gas apparatus. 

New York State Canals, 

The work of letting in water on the Erie and 
other state canals was in progress nearly all last 
week. {t was hoped to have all the canal ready 
for navigation on May 8, but owing to seme leaks 
this could not be done. There wasa leak in the Erie 
Canal at Amsterdam, and the water had to be drawn 
from the levee, interrupting traffic. A delay of four 
days in opening the Champlain Canal was caused by a 
break on the Waterford level, some leaks on the north- 
ern section having also occurred. Plans and specifica- 
tions for the balance of the work under the €9,0C0,000 1m- 
provement scheme are being ——— by the State 
Department of Public Works, and it is expected to 
advertise for the bids for the work in two months. 


New Pennsylvania Feiry at New York. 


On Sunday next, May 16, the Pennsylvania Railroad 
will begin running its new ferry between Jersey City 


and West Twenty-third street, New York City. This 
will make three connections between that road and 
New York. The long established Desbrosses street 
ferry lands at a point about one mile north of the Cort- 
landt street ferry, and Twenty-third street is about two 
miles north of Desbrosses street. Coincidently with 
this enlargement of the ferry service the company will 
establish a cab service in New York to be operated under 
its own control. There will be about 60 carriages, all 
new, and the business will be carried on as a branch of 
the railroad service, the cabs not bidding for mis- 
cellaneous traffic. 


The John Scott Medal. 


Notice is given that the Franklin Institute has recom- 
mended, subject to proper objection, the award of the 
John Scott Legacy Medal and Premium to Thomas R. 
— of Brooklyn, N. Y., for his flexible metallic 
ube. 


The Canadian-Niagara Power Company’s Station. 


_April 30, the Canadian Niagara Power Co. began ac- 
tive work to develop power in accordance with the 
franchise. granted by the Commissioners of Victoria 
Park on April 7, 1892. In April, 1896, the company ap- 
plied for an extension of 18 months in which to com- 
mence the work, but this application met with severe 
protests and was denied. Under the provisions of the 
franchise the company must have 10,000 electrical H. P. 
developed by Nov. 1, 1898, and water connections made 
by that date for 25,000 H. P. At present there is a small 
local demand for power on the Canadian side, but the 
franchise allows a transmission of one-half of the de- 
veloped power to the United States. The officers of the 
Canadian-Niagara Power Co. are: President, Col. Albert 
D. Shaw, of Watertown: Vice-President. Francis Lynde 
Stetson, of New York: Secretary-Treasurer, William B. 
Rankine, of New York. These gentlemen, with Charles 
= Holman, of Toronto, Ont., form the Board of Direc- 

ors. 


A Big Flame. 


A flume, 3534 mies long, has been constructed to carry 
water from the mountains into the city of San Diego, 
Cal. ‘The flume is of redwood, and required 9,000,000 ft. 
of lumber. In the course of the flume there are 315 tres- 
tles, the longs est of which is 1,700 ft. and 85 ft. in height. 
The building of this trestle required 250,000 ft. of timber. 
The Sweetwater trestle is 1,200 ft. long and 85 ft high. 
There are eight tunnels, the longest of which is 2.100 ft. 
Much of the lumber had te be hauled 700 to 800 ft. up the 
rocky sides of mountains.—Northwestern Lumberman. 








LOCOMOTIVE BUILDING. 





It is stated that three engines are heing built for the 
Keokuk & Western by the Rogers Locomotive Co., of 
Paterson, N. J. 


The Brooks Locomotive Works has received an order 
for one 10-wheel locumotive from the Mexico, Cuerna- 
vaca & Pacific, with 20 x 24 in. cylinders, 


The Bald vin Locomotive Works are reported as build- 
ing one locomotive for the Low Moor Iron Co, one for 
the Manistique Railroad, one for the Arizona & South- 
eastern, one for the Esquimault & Nanaimo and four for 
the Detroit, Lima & Northern. 


H. K. Porter & Co., of Pittsburgh, Pa., has received 
au order from the Russian government for two narrow- 
gage passenger locomotives for a new railroad in Fin- 
land. The company isalso building one locomotive tor 
a railroad in San Salvador, Central America. 


The Rogers Locomotive Co , of Paterson, N. J., has re- 
ceived an order from the Imperial Railways of China 
for eight standard gage mogul engines for use on the 
Lu Han road. They will have 19 x 24-in. cylinders, 60- 
in. driving wheels and 42-in. tender wheels, steel-tired 
throughout, with cast centers and retaining rings; cop 
per firebox, Nathan lubricator, Westinghouse air- 
brakes and American driver brakes. 


The Dickson Mfg. Co., of Scranton, Pa., has received 
an order to build eight 10-wheel passenger locomotives 
for the Atchison, Topeka & Santa Fe after designs of 
Mr. John Player, Superintendent of Machinery of the 
road. The engines will be six-wheel connected, with 
1914-in. x 28-in. cylinders, extended wagon-top boiler, the 
smallest ring being 60 in., 73 in. drivers, with a rigid 
wheel base of 15 ft., and a total wheel base of 25 ft. 2 in., 
driving-wheel centers 66 in. and firebox 88 in. long, 41 in. 
wide. ‘Ihe company is also building a number of light 
locomotives and doing considerable repair work. 


The Chicago, Rock Island & Pacific is building at the 
Chicago shops six 10-wheel locomotives, t'wo being pas- 
senger engines, class 25-B, and four freight engines, 
class 25-A. The passenger engines will have 19 x 24-in. 
cylinders, 6884 in. drivers, and a total weight of 137 C00 
lbs., with 107,000 lbs. on the drivers. The bvilers wil! be 
of the extended wagon-top type with radial stays and 
will carry 180 Ibs. steam pressure. The dimensions of 
the freight engines wilt differ from the passenger en- 
gines principally in that the drivers will be 6434 in. in 
diameter, with a tot?1 weight of 130,000 lbs., and a weight 
on the drivers of 102,000 lbs. The cylinders and boilers 
are the same for both classes of engines. The 
boilers for the locomotives are now being built 
at the Brooks Locomotive Works. Mr. George F. Wil- 
son's patent firebox will be used, which differs 
from the usual construction in that the inside firebox 
sheets are indented about the staybolts. This method 
of attaching the stiybolts 1s now being used on 16 en- 
gines on the Chicago, Rock Island & Pacific, some of 
which have been in service 18 months. It is also being 
tried on a number of other Western roads. It has been 
found that with this construction there is no leakage 
around the staybolts, and that the staybolts are not so 
liable to break as when screwed into a flat sheet. The 
driving boxes, tuinbling shafts, rocker arms and cross- 
beads of these engines will be cast steel. As cast steel 
driving wheel centers could not be obtained from the 
steel companies within the required time, cast iron will 
be used for these parts. Tbe frames are now being 
forged at the railroad company’s shops. 








CAR BUILDING. 





The St. Louis, Peoria & Northern is in the market for 
300 box cars. 

Tt e Mobile & Ohio Railroad is reported to be in the 
market for 400 freight cars. 

The Cudahay Packing Co., of Omaha, Neb., is about 
to order 20 refrigerator cars. 

The Philadelphia & Reading Railroad is building 100 
freight carsin itsown shops, 
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The Carlisle Mfg. Co., of Carlisle, Pa., is building 50 
cars for the Pennsylvania Coal & Iron Co. 


The Chicago, Milwaukee & St. Paul will build at its 
Milwaukee shops 200 coal cars of 60,C00 lbs capacity. 


The Armour Packing Co. has placed an order with 
the Wells & French Co, of Chicago, for 350 freight cars. 


The Welles & French Co. has received an order from 
the Chicago, Rock Island & Pacific for 50 refrigerator 
cars, 


It is reported that the Texas Cattle Growers’ Union, 
through G. W. Simpson, of Boston, Mass., will soon 
order 400 or 500 stock cars. 


The Pullman Palace Car Co. recently received an 
order to build 50 freight cars for the San Francisco & 
A sean and two sleeping-cars for the Missouri 

acific. 


It is stated that the Borde Engineering Co., 402 Liver- 
pool & London & Globe Bldg., New Orleans, La., is in 
the market for 40 or 50 second-hand standard-gage 
freight cars of 60,000 lbs. capacity. 


The Mexican Central has placed an order with the St. 
Charles Car Co., of St. Charles, Mo., for 25 caboose cars. 
These will be equipped with link and pin couplers, 
Westinghouse air brakes, Player break beams and 
standard Mexican Central trucks. 


The Laclede Car Co., of St Louis, Mo., has received an 
order from the Baltimore & Northern Electric Railway 
Co. for 15 closed and 25 open cars. 








BRIDGE BUILDING. 





Baltimore, Md.—Mayor Hooper has signed the or- 
dinance appropriating $34,000 for a new oridge over 
Gwynns Falls, at Wilkens avenue. 


Bathurst, N. B.—Plans have been invited by the 
Provincial Government for a new bridge across the Big 
River at this place, to be of steel with stone abutments. 
Particulars may be obtained from Mr. Emmerson, Com- 
missioner of Public Works. 


Dedham, ee gs Commissioners S. N. Ald- 
rich, of Marlboro; E. B. Bishop, of Haverhill, and H. C. 
Southworth, of Stonghton, filed their report, May 7 upon 


the petitiocs of the New England and New 
York, New Haven & Hartford railroads for 
the alteration of the grade crossings of Mil- 
ton street, in Hyde Park, and Walnut, Mt. Vernon 


and East streets, in Dedham, and for a new highway 
crossing of the N. Y., N. H. & H. not at grade between 
Readville anil Hyde Park stations. By the conditions 
of the report the New England will be connected with 
the Boston & Providence by tracks carried over the 
Boston & Providence by a five-track steel bridge, with 
masonry abutments to span four tracks and two plat- 
forms. The new street crossing will be carried over the 
tracks and land of the N. Y., N. H. & H. on a steel or 
iron bridge, carried on abutments and piers of masonry. 
The span of bridge will clear 14 tracks, and the roadway 
will be 26 ft. in the clear with sidewalks on each side. 
The street will be carried over Mother brook on a steel 
or iron bridge having a clear waterway of 40 ft. Hyde 
Park avenue will be carried under the tracks of the N. 
E. R. R through a masonry arch or under an iron or 
steel bridge, either of which is to have a span 
of 60 ft. between abutments. Milton street will be car- 
crie over the tracks of the B. & P. on a steel bridge 60 
ft. wide. Sprague street, also changed in its location 
and grade, is to he carried over the N. E. R. R. bya steel 
bridge with a wagon road 34 ft. wide; the approach on 
the north to be on a viaduct uf steel and masonry. Wal- 
nut street, East Dedham, is tu be carried over the rail- 
road on an iron or steel bridge having a clear width of 57 
ft. Mt. Vernon street is to be carried over the railroad 
by an iron or steel bridge with a clear width of not less 
than 52 ft. East street is to be carried under the tracks 
of the Dedham branch, the railroad going overit ona 
steel or iron bridge leaving a width of street between 
bridge abutments of 40 ft. 


Lewisburg, Pa.—The people of Union County have 
been active 7 eee plans for the free bridge, 
at the foot of Market street, this place, to join this and 
Northumberland counties, and it is hoped that the com- 
a agua of both counties will meet soon to complete 
details 


London, Ont.--The City Engineer has recommended 
that tenders be invited for a steel highway bridge across 
the river at the foot of King street. ‘The structure will 
havea span of 163 ft., with a 305 ft. steel approach on the 
east side and one of 153 ft. on the west side. 


New York.—The Mayor has agcepted the bill provid- 
ing for four bridges across the tracks of the New York 
Central and the New York & Putnam railroads, one at 
Walton avenue, one at Gerard avenue, one at River 
avenue and one at Fort Independence, the total cost of 
which shall not exceed $150,000. Also the bill, provid- 
ing for a bridge over the tracks of the Harlem Rrilroad 
at 153d street, the cost of which shall not exceed $150,000; 
and the bill providing for a viaduct or bridge across the 
tracks of the Harlem Railroad and the Port Morris 
branch from 163d street to the junction of Brook and 
Webster avenues at 165th street, the cost of which shall 
not exceed $300,000. 


Perth Amboy, N. J.—The Middlesex County Board 
of Freeholders is reported to have said that if that coun- 
ty spends any money this year it will be to build a bridge 
across the Raritan River to connect this place wit 
South Amboy. 


Reading, Pa.—The County Commissioners have 
adopted plans and specifications four two iron bridges 
which will be built in Berks County this summer, one 
across the west branch of the Perkiomen Creek and the 
other over Pine Creek, near Lobachsville. 


Sanbury, Pa.—The Court has confirmed the report 
for a bridge over Housel’s Run, in West Chillisquaque 
township. The grand jury has approved the reports for 
the overhead bridge near the Cameron colliery in Sha- 
mokin, and for a bridge in Zerbe township. 








MEETINGS AND ANNOUNCEMENTS. 


Dividends. 

Dividends on the capital stocks of railroad companies 
have been declared as follows: 

Chestnut Hill, quarterly, 
June 1, 

Chicago & Alton, quarterly, 184 per cent. on common 
and preferred stock, payable June 1. 

Cleveland & Pittsburgh, quarerly, 134 per cent. on 
guaranteed stock, payable June 1. 
Manchester & Lawrence, 5 per cent, payable May 1, 


14g per cent., payable 


Nassau & Lowell, 444 per cent , payable May 1. 
Pennsylvania, 24% per cent., payable May 31. 
Philadelphia, Germantown & Norristown, quarterly, 

3 per cent., payable June 4. 

Wilmington & Weldon, 3% per cent., payable May 12. 





West Chicago, quarterly, 144 per cent., payable 
May 15. 


Stockholders’ Meetings. 


Meetings of the stockholders of railroad companies 
will be held as follows: 

Burlington, Cedar Rapids & Northern, annual, Cedar 
Rapids, la., May 25. 

Chateaugay, annual, Plattsburgh, N. Y., May 29. 

Chicago, St. Paul, Minneapolis & Omaha, annual, 
Hudson, Wis, June 5. 

Delaware, Maryland & Virginia, annual, George- 
town, Del., May 26. ‘ 

Des Moines & Fort Dodge, annual, Des Moines, Ia., 
June 3. 

Flint & Pere Marquette, annual, Saginaw, Mich., May 
19. 

Lake Shore & Michigan Southern, special, Cleveland, 
O., and Erie, Pa., May 20. 

F Mexican Northern annual, 42 Pine street, New York, 
June 1. 

Missouri, Kansas & Texas, annual. Parsons, Kan., 
May 19. 

New York Central & Hudson River, special, Albany, 
N. Y., May 26. 

New York & Harlem, annual, Grand Central Depot, 
New York City, May 18, and special meeting at the same 
time and place. 

Northern (New Hampshire), annual, Concord, N. H., 
May 27. 


Technical Meetings. 


Meetings and conventions of railroad associations and 
technical societies will be held as follows: 

The American Society of Railroad Superintendents 
will hold its next meeting at Nashville, Tenn., begin- 
ning Sept. 22. ; 

The American Society of Mechanical Engineers will 
hold its semi-annual meeting at Hartford, Conn., May 
25 to 28. For programme see issue of May 7. 

[he Association of American Railway Accounting 
Officers will kold a convention at Richmond, Va., on 
May 26, 1897. 

The Association of Railroad Claim Agents will hold 
their next meeting at the Southern Hotel, St. Louis, 
May 26, 1897. 

The Association of Railway Claim Agents will hold 
its convention at St. Louis, Mo., during the last week of 
May, 1897. 

The Canadian Electrica! Association will hold its 
convention at Niagara Falls, Ont., June 2, 3 and 4 
Hotel Lafayette will be the headquarters of the associa- 
tion. 

The Master Car Builders’ Association will hold its 
annual convention at O'd Point Comfort, Va., beginning 
June 8, 1897. 

The National Association of Local Freight Agents’ 
Associations will hold a convention at Washington, 

C., on June 8, 1897. 

The American Railway Master Mechanics’ Associa- 
tion will hold itsannual convention at Old Point Com- 
tort, Va., beginning June 15, 1897. 

The National Association of Car Service Managers 
will hold a convention at Boston, Mass., on June 16, 


97, 

The Association of Railway Telearaph Superintend- 
ents will hold a convention at Niagara Falls, N. Y., on 
June 16, 1897. 

The Ohio State Tramway Association will hold its 
next meeting at Columbus, O , on June 15. 

The Train Despatchers’ Association of America will 
hold its tenth annual convention at Detroit, Mich., on 
June 22, 1897. 

The American Society of Civil Engineers meets at the 
House of the Society, 127 Kast Twenty-third street. New 
York, on the first and third Wednesdays in each month, 
at 8p. m. 

The Association of Engineers of Virginia holds in 
formal meetings on the third Wednesday of each month, 
from September to May, inclusive, at 710 Terry Building, 
Roanoke, at © p. m. 

The Boston Society of Civil Engineers meets at 715 
Tremont Temple, Boston, on the third Wednesday in 
each month, at 7:30 p. m. 

The Canadian Society of Civil Engineers meets at its 
rooms, 112 Mansfield street, Montreal, P. Q., every alter- 
nate Thursday, at § p. m. 

The Central Railway Club meets at the Hotel Iroquois, 
Buffale, N. Y., on the second Friday of January, March, 
May, September and November, at 2 p. m. 

The Civil Engineers’ Club of Cleveland meets in the 
Case Library Building, Cleveland, O., on the second 
Tuesday in each month, at 8 p.m. Semi-monthly meet- 
ings are held on the fourth Tuesday of each month. 

The Civil Engineers’ Society of St. Paul meets on 
thefi rst Monday of each mont’. except June, July, Au- 
gust and September 

The Denv r Society of Civil Engineers meets at 3 
Jacobson B ock, Denver, Col., on the second Tuesday 
cf each month except during July and August. 

The Engineering Association of the South meets on 
the second Thursday in each month, at 8 p.m. The As- 
sociation headquarters are at The Cumberland Publish- 
ing House, Nashville. Tenn. 

The Engineers’ and Architects’ Association of Southern 
California meets each third Wednesday of the month in 
the Hall of the Chamber of Commerce, Los Angeles, Cal 

The Engineers and Architects’ Ulub of Louisville 
meets in the Norton Building, Fourth avenue and Jeffer- 
son street. on the second Thursday each month at 8 p. m. 

The Engineers’ Club of Cincinnati meets at the rooms 
of the Literary Club, No. 25 East Eighth street, Cincin- 
nati, O., on the third Thursday in each month, at 7:30 
p.m. Address P. O. Box 333. 

The Engineers’ Club of Columbus, (O.), meets at 12 
North High street, on the first and third Saturdays 
from September to June. 

The Engineers’ Club of Minneapolis meets in the 
Public Library Building, Minneapolis, Minn., on the first 
Thursday in each month. 

Lhe Engineers’ Club of Philadelphia meets at the 
House of the Club, 1122 Girard street, Philadelphia, on 
the first and third Saturdays of each month, at 8 p. m., 
except during July and August. 

The Engineers’ Club os St. Louis meets in the Mis 

ouri Historical Society Building, corner Sixteenth street 
and Lucas place, St. Louis, on the first and third 
Wednesdays in each month. 

The Engineers’ Society of Western New York holds 
regular meetings the first Monday in each month, ex- 
cept in the months of July and August, at the Buffalo 
Library Building. 

The Engineers’ Society of Western Pennsylvania 
meets at 410 Penn avenue, Pittsburgh, Pa., on the third 
Tuesday in each month, at 7:30 p. m 


The Montana Society of Civil Engineers meets at 
Helena, Mont., on the third Saturday in each month, at 
7.30 Dp. m. 

The New England Railroad Club meets at Wesieyan 
Hall, Bromfield street, Boston, Mass., on the second 
Tuesday of each month. 

The New York Railroad Club meets at 12 West Thirty- 
first street, New York City, on the third Thursdav in each 
month, at 8 p. m. 

The North-West Railway Club meets on the first 
Tuesdav after the second Monday in each month, at 8 
p.m, the place of meeting alternating between the 
West Hotel, Minneapolis, and the Rvan Hotel, St. Paul. 

The Northwestern Track and Bridge Association 
meets at the St. Paul Union Station on the Friday follow- 
ing the second Wednesday of March, June, September 
and December, at 2.30 > m. 

The Railway Signalling Club will meet on the second 
Tuesday of the monthsof January, March, May, Septem 
ber and November, in Chicago. 

The St. Louis Railway Club holds its regular meeting 
on the second Friday of each month, at 3 p. m. 

The Southern and Southwestern Railway Club meets 
at the Kimball House, Atlanta, Ga., on the third Thurs- 
day in January, April, August and Novemher. 

The Technical Society of the Pacific Coast meets at its 
rooms in the Academy of Sciences Building, 819 Market 
street. San Francisco, Cal., on the first Friday in each 
month, at 8 p. m. 

The Western Foundrynen’s Association meets in the 
Great Northern Hotel, Chicago, on the third Wednesday 
of each month. A. Sorge, Jr., 1533 Marquette Building, 
Chicago, is secretary. 

The Western Railway Club meetsin Chicage on the 
third Tuesdav of each month, at. 2 p. m. 

The Western Society of Engineers meets in its rooms 
on the first Wednesday of each month, at 8 p.m., to 
hear reports, and for the reading and discussion of 
papers. The headquarters of the Society are at 1736- 
1739 Monadnock Block, Chicago. 


Chicago Electrical Association. 


A regular meeting of the Chicago Electrical Associa- 
tion was held Friday evening, May 7. Mr. C. H. Thord- 
arson, an electrical manufacturer, presented a paper 
entitled, ‘‘ Direct Current Transformers.”’ The Associa- 
tion will have a banquet May 21. 


Freight Claim Association, 


This Association held its annual meeting at Nashville, 
Tenn., May5and6. The officers elected for the ensuing 
year are: John Nichol (L. V.), President; W. P. Taylor 
(R. F. & P.), Richmond, Va., Secretary. The next an- 
nnal meeting will be held in Chicago. 


Western Foundrymen’s Association. 


The annual meeting of the Western Foundrymen’s 
Association will be held Wednesday evening, May 19, at 
the Great Northern Hotel, Chicago. The officers of the 
association for the ensuing year will be elected, after 
which a paper will be presented by Mr. H. F. Frohman, 
on ‘Foundry Facings.”’ 


St. Louis Railway Club. ’ 
A a meeting of the St. Louis Railway Club will 
be held at 3 p. m. this afternoon at. the Southern Hotel. 
The papers to be read are ‘‘Methods and Standards of 
Maintenance of Way,” by Mr. W. M. Duane, Engineer 
Maintenance of Way, Cleveland, Cincinnati, Chicago & 
St. Louis; “scientific Study of Hot Boxes,’”’ by Mr. M. P. 
Cook, Manager Cook Cooler Co., Flint, Mich. A dis- 
cussion will be held on the paper ‘‘Air Brakes and Why 
it is Important to Maintain Them,” which was read at 
the April meeting by Mr. G. W. Rhodes, Superintendent 
of Motive Power of the Chicago, Burlington & Quincy. 


Engineers’ Club of Cincinnati. 


At the April meeting of the club Mr. S. Whinery read 
a paper which was a discussion of the water supply 
problem for Cincinnati, in reply to criticisms of the 
plans proposed by the Engineer Commission in its report 
tothe Board of Administration, contained in papers 
read at the March meeting. A complimentary farewell 
dinner was given to Mr. Whinery at the club-rooms en 
the evening of Aprii 29 on account of his departure to 
New York City as a future home and place of business. 


New England Railroad Club. 


A regular meeting of the New England Railroad 
Club was held at Wesleyan Hall, Boston, on Tuesday 
evening, April 13. The paper read at the March meet- 
ing of the club by Mr. George H. Frazier on ‘Uniform 
Basis for Locomotive Per*ormance Sheets for New Eng: 
land Railroads”? wasdiscussed. A paper was then read 
by Mr. Coffin, Assistant Superintendent of the ex- 
pert department of the Galena Oil Works, on the sub- 
ject, ‘‘To What Extent is it Economy to Limit the Con- 
sumption of Oil Per Engine Mile?” This paper was dis- 
cussed at length by Messrs. A. Griggs, George A. 
Coolidge, James E. Sague, Daniel A. Smith, Henry 
Bartlett, Prof. C. F. Allen and A. J. Desoe. 

Western Society of Engineers. 

The Western Society of Engineers held aregular meet- 
ing, Wednesilay evening, May 5, at the Technical Club, 
Chicago. Mr. Staunton B. Peck, Chief Engineer of the 
Link Belt Machinery Co , read a paper on ‘Rope Trans- 
mission.’ Those taking part in the discussion which 
followed were: Messrs. John Walker, John C. Bley, B. 
B. Carterand A. M. Feldman. Mr. Walker, who is con- 
nected with the Walker Mfg. Co., has had considezable 
experience with rope transmission and was able to give 
some valuable information. 

At the next meeting or the Society, which will be held 
May 26 at the Technical Club, Mr. Charles B. Burton 
will lecture on the **X-Rays,” and will also show the ap- 
paratus for the production of the rays. 


Southein & Southwestern Railway Club. 


A regular meeting of the Southern & Southwestern 
Railway Club was beld at the Kimball House, Atlanta, 
Ga., on April 8. A report of the committee on the Re- 
vision of the Master Car Builders’ Rules was presented 
and accepted. <A. report on the subject ‘*‘ Painted Versus 
Planished Iron for Jackets’’ was submitted by the com- 
mittee, but the discussion was postponed until the 
August meeting of the club. Reports were also sub- 
mitted on the subjects ‘“‘ Air Brakes on Old and New 
Rolling Stock’’ and *‘ Qualifications of Successtul Rail- 
road Men.”’ The subjects for discussion and committees’ 
reports at the next meeting of the club, to be held 
August 12, will be ‘* [rains Parting,’ ‘‘ Exhaust Pipes,”’ 
sae Versus Planished Iron for Jackets” and *‘ Car 

oofs.” 


Civil Engineers’ Society of St. Paul. 

The club held its last regular meeting at St. Paul, 
Minn., Monday evening, May 3. A paper, by President 
Hilgard, on “Some Staudard Plans for Girder. Bridges 
on the Northern Pacific Railway System,”’ was presented. 
The paper set forth the advantages of the standard 100- 
ft. plate-lattice zirder, designed by Mr. Hilgard, which 
has been in use for the past two years. The method cof 
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replacing (in the space of about four hours) the old 
structure on temporary foundations with the new girder 
bridge on concrete foundations previously built was 
definitely described. The pound prices for bridge com- 
plete, contracted for in 1895, averaged 31¢ cents; in 1896, 
about 3 cents, and will not exczed 234 cents the present 
year. Mr. Hilgard’s scheme of complete standard plans 
of uniform size, blue-printed from photographic nega- 
tives, for bidders, inspectors and office use, furnishes in 
abundance, at small cost, the details so necessary to 
definite treatment of this class of work. The meeting 
adjourned to the first Monday in September. 


Engineers’ Club of St, Louis, 


The last regular meeting of the club was held at 1600 
Lucas place, St. Louis, Wednesday evening, May 5. A 
paper by Mr. W. A. Layman, entitled ‘Long-Distance 
Electric Power Transmission,’’ was read. The writer 
briefly reviewed the methods of electric power generation 
and the different systems of electric transmission, and 
showed how the two and three-phase electric currents are 
peculiarly adapted to long distance transmission, illus- 
trating his remarks by meansof charts and apparatus. He 
described in detail the vecent installations at Sacramento 
and Fresno, Cal.; Telluride, Colo., and Salt Lake City, 
Utah. Lantern slides showing views of these plants 
were exhibited. The discussion which followed was 
participated in by Messrs. Bryan, Flad. Bausch and 
Laird. Following this paper, Mr. C. G. Barth made an 
address on *‘Columns.’’ He showed the result of eccen- 
tric loading, and gave anew formula which he had de- 
rived for use in the designing of columns. He exhibited 
curves showing how his formula compared with those 
in common use. On motion Mr. Barth was requested to 
put his remarks in writing with a view to publication. 


American Street Railway Association. 


The sixteenth annual meeting of the American Street 
Railway Association will be held in Convention Hall, 
Niagara Falls. N. Y., Oct. 19 to 22, inclusive. A build- 
ing 120 x 154 ft. is being erected for the exhibition of 
street railroad supplies and for the meetings. If the cer- 
titicates for 100-single fare tickets are presented to the 
clerk at Niagara Falls, those attending the convention 
will secure their return ticket for one-third the price of 
the round trip fare. Mr. T.C. Penington, Secretary- 
Treasurer, 2020 State street, Chicago, will give full in- 
formation in regard to accommodations and other par- 
ticulars. Papers will be read on the following subjects: 

Municipal Ownership of Street Railways. 

Modern Electric Railways; their Construction, Operation 
and Disadvantages. 

Application of Electricity to Railroads now Operated by 
Steam Power. 

The Best Method of Settling Damage Cases, and the Pre- 
vention of Accidents by the Use of Fenders and Otherwise. 

Producer Gas for Use in Street Railway {Power Houses and 
Gas Engines, 

Storage Batteries for Street Railways. 

Discipline of Employees. 

Long Distance Transmission and the Use of Multiphase 
Current for Ordinary Street Railways. 


The National Association of Railway Surgeons, 


The National Association of Railway Suageons held 
their tenth annual convention in Chicago, commencing 
May 4 and closing May 6. The attendance of members 
was nearly 400. On Wednesday Dr. J. B. Murphy, Chi- 
cago, entertained the members with an excursion on 
Lake Michigan. 

The exhibits made by manufacturers and others were 
in the same building, on the floor below the convention 
hall, and were more extensive than those of any previous 
convention. 

The next convention will be held at Toronto, Canada. 
The following officers were elected for the ensuing year: 
President, Dr. George W. Ross, Richmond, Va.: Treas- 
urer, Dr. E. R. Lewis, Kansas City; Secretary, Dr. L. J. 
Mitchell, Chicago. 

Among the papers presented and discussed were the 
following: 

“Relief and Hospital Departments,’’ by Dr. Frank H. Cald- 
well, Waycross, Ga, Discussion opened by Drs, W. B. Outten 
and George Chaffee, 

“Relation of Railway Companies to State Boards of Health,” 
by Dr. G. P. Conn, Concord, N. H. 

“An Exhibition of the Various Devices for the Determina- 
tion of the Color Sense of Railway Employees." by Dr. Ww. 
Tangeman, Cincinnati, O. Discussion opened by Drs, John 
F. Fulton and J. A. White. 

“The Beneficial Influence Exercised by Railway Uospital 
Associations Upou the Morals of Employees,” by Dr. Geo. 
W. Hogeboom, Kansas City, Mo. 

“Observations Upon and Reasons for a More Complete 
Physical Examination of Railway Employees,” by Dr. Henry 
F. Hoyt, St. Paul, Minn, Discussion opened by Dr. W. D. 
Middleton. 


Traveling Engineers’ Association. 


The committee on the subject for discussion at the 
next annual meeting, viz., “Is the brick arch an eco- 
nomical adjunct to a locomotive,’ desires answers to the 
following questions: 


Are you using brick arches in your fireboxes? 

What proportion of the engines are so equipped? 

(a) Also, the style and classes of engines? 

Do you find any perceptible benefits or economy in the use 
of the arch in any one type of engines over another? If so, 
state classes? 

(a) Also, in engines equipped with different style stacks? 

(>) Please give data. 

Do you use arch pipes, or are the bricks supported from the 
side sheets? 

Do you experience anv difticulty in preventing the banking 
of the arch with cinders? 

s How are your arches located with reference to the bottom 
ues? 

(a) Is the same position followed in all classes of fireboxes? 

What is the average life of your arch in the different classes 
of engines? 

(2) Also, the cost of same for material and labor? 

Have you made any tests to ascertain what benefit, if any, 
is derived from the use of the arch? 

(a) Is there any economy in the consumption of coal? 

(b) Any increase in the life of flues? 

(c) Is ita preventive of black smoke? 

In the use of brick arches do you experience any difliculties 
with cracking of :ide er door sheets? 

What percentage of the area of the firebox does the arch 
occupy? 

(a) Give its location. 

Do you use any different. method of firing engines with and 
without ashes? 


It is hoped that the members will all give this subject 
careful consideration and furnish the committee with 
full report. Replies should be sent to Mr. J. Donovan, 
31 Congress street, St. Albans, Vt. 

Iron and Steel Institute ( British), 


As previously announced, the annual meeting of 
the Institute was held at the Institution of Civil En- 
gineers, Great George street, Westminster, on Tuesday 
and Wednesday, May 11 and 12, 1897, commencing each 
day at 10:30 o’clock a.m. The programme of arrange- 
ments was: 

Monday, May 10.—9:30 p.m., Reception by Sir David and 
Lady Dale, at Reyal Institute of Painters in Water €olors, 
Piccadilly. 


Tuesday.—9:30 a.m., Meeting of Council; 10:30 a. m., Gen- 
eral Meeting, at which the Bessemer and gold medal for 1897 
was pres*nted to Sir Frederick A. Abel, Bart., K.C. B. The 
President-elect (Mr. Edward P. Martin) delivered his in- 
augura] address, and # selection of papers was read and 
discussed. 7 p. m., annual dinner, at which His Highness the 
Duke of Teck was the guest of the evening. 

Wednesday.—10:30 a. m., General Meeting. 

The following isa list of papers read and discussed : 


The Permeability of Steel-Making Crucibles. By Prof. J. O. 
Arnold and F. K. Knowles. . 

The Practice of the Combined Open-Hearth Process of Ber- 
trand and Thiel. By E. Bertrand. 

The Agricultural Value of Sulphate of Ammonia from Blast 
Furnaces. B. F. J. R. Carulla. 

The Specific Heat of Iron. By Prof. W. N. Hartley, F. R. 8. 

Charging Open-Hearth Furnaces by Machinery. By Jere- 
miah Head 

The “Weardale” Reheating Furnace. By H. W. Hollis. 

The Effect of Phosphorus on Cold Shortness. By Baron Hanns 
Juptner von Jonstorff, 

The Determination of Hardening and Carbide Carbon By 
Baron Hanns Juptner von Jonstorff. 

Malleable Cast Iron. By G. P. Royston. 
PA sina Changes Connected with Malleable Cast Iron. By G. 

. Royston. . 

Microseope Accessories for Metallographers. By J. E. Stead, 
Member of Council. 

Central Blast Cupolas. By T. D. West. 








PERSONAL. 





—Mr. J. J. Toms has been appointed Passenger Agent 
of the Norfolk & Western, with headquarters at Knox- 
ville, Tenn. 


—Mr. M. C. Coyle has been appointed Trainmaster of 
the Toronto, Hamilton & Buffalo, with headquarters at 
Hamilton, Ont. 


—Mr. Elnathan Sweet has been appointed Receiver of 
the Lebanon Springs Railroad, to succeed Mr. William 
D. Reynolds, deceased 


Mr. Frank T. Keeney, City Passenger Agent of the 
Pennsylvania Railroad in Philadelphia, died at his 
home in that city on May 4. 


—Mr. J. M. Harding has been appointed Assistant Sec- 
retary of the West Jersey & Seashore Railroad, with 
headquarters at Philadelphia. 


—Mr. A. D. Hollidav has been appointed Assistant 
Superintendent of the Duluth & Iron Range, with head- 
quarters at Two Harbors, Minn. 


—Mr. Alexander Purdy has been appointed Road- 
master of the Monongahela River Railroad, with head- 
quarters at Monongahela, W. Va. 


—Mr. John F. Parkhurst has been elected Vice-Presi- 
dent of the Bath & Hammondsport. with office at Bath, 
N. Y., to succeed Mr. M. F. Sheppard. 


—Mr. Charles Eddy Parker, Vice-President of the 
Hall Signal Co., died at his father’s home in Meriden, 
Conn., May 11. He was 55 years of age. 


—Mr. A. H. Hawgood has been appointed Superin- 
tendent of Steamships of the Flint & Pere Marquette, to 
succeed Capt. James W. Martin, deceased. 


—Mr. George Chapman has been appointed Assistant 
to the President and General Council of the Findlay, 
Fort Wayne & Western, with office at Findlay, O. 


—Mr. T. D. Sutherland has been appointed and Gen- 
eral Freight and Passenger Agent of the Buffalo, At- 
tica & Arcade, with headquarters at Arcade, N. Y. 


—Mr. Lewis Wiltiams has been elected Manager of the 
Cleveland Car Service Association to succeed Mr. A. M. 
Simmons, retired. The election took effect May 4. 


—Mr. Owen Kraft has been appointed Auditor of the 
West Virginia & Pittsburgh, with headquarters at Wes- 
ton, W. Va., to succeed Mr. H. W. Bulkley, resigned. 


—Mr. John S. Sammis, for more than 20 years Chief 
Bookkeeeper of the Old Dominion Steamship Co., was 
recently elected Treasurer, to succeed John H. Cooper, 
resigned, 


—Mr. Howard Abel has been elected Secretary and 
Treasurer of the Lake Street Elevated, of Chicago, to 
succeed Mr. Robert Laughlin, resigned to enter other 
business. 


—Mr. J. P. Billings has beer appointed Traveling Pas- 
senger Agent of the Alabama Great Southern, with 
headquarters at Birmingham, Ala., to sucveed Mr. C. M. 
Billheimer. 


Mr. EK. B. Yerington has been appointed General 
Freight and Passenger Agent of the Carson & Colorado, 
with headquarters at Carson City, Nev., to succeed Mr. 
D. A. Bender, resigned. 


—Mr. P. Laden has been appointed Roadmaster of the 
Illinois Central, with headquarters at Jackson, Tenn., 
to succeed Mr. C. F. Blue, resigned to accept service 
with the Mobile & Ohio. 


—Mr. J. N. Robinson, District Passenger Agent of the 
Northern Pacific, with headquarters at Milwaukee, Wis., 
died suddenly at Grand Rapids, Mich ,on May7. Mr. 
Robinson was about 52 years old. 


—Vir. R. Marpole, who has been for a number of years 
Superintendent of the Pacific Division of the Canadian 
Pacific, has been appointed General Superintendent of 
that division, to succeed Mr. H. Abbott, resigned. 


-—Mr. H. J. Andrews has been appointed Commercial 
Agent of the Cincinnati, Jackson & Mackinaw, in charge 
of territory in Kastern Ohio and Western New York and 
Pennsylvania, with headquarters in Cleveland, O. 


—Mr. Benjamin Thompson, Assistant Engineer of the 
Southern Railway, has been transferred from Chatta- 
nooga, Tenn., to Norfolk, Va., to take charge of the new 
pier and warehouse to be erected by the road this sum- 
mer. 

—Mr. William B. Worthington, who for the past six 
years has been Assistant Engineer of the Lancashire & 
Yorkshire Railway, in England, has been appointed 
Chief Engineer of the company, to succeed Mr. William 
Hunt, deceased. 


—Mr. Richard Olney, formerly Secretary of State, and 
Mr. Henry K. McHarg have been elected directors of 
the St. Louis & San Francisco, to succeed the late Will- 
iam T. Hart, and Gen. Horace Porter, appointed United 
States Ambassador to France. 


—Mr. H. B. Cole, formerly Traveling Freight and Pas- 
senger Agent of the Colorado Midland, has resigned to 
accept a similar position with the St. Louis & San 
Francisco, with headquarters at Denver, (ol., to succeed 
Mr. Frank McGinnis, resigned. 


-—Mr. George Tener, who for a number of years has 
been connected with the Oliver Iron & Steel Co., has 
been appointed General Agent of the Pittsburgh, Bes- 


semer & Lake Erie, at Conneaut, in charge of the move- 
ment of the company’s lake vessels. 


—Mr. A. J. Ratcliff has been appointed Traveling Pas- 
senger Agent for the Union Pacific, with headquarters 
at Salt Lake City, to succeed Mr. D.S. Taggart, resigned. 
Mr. A. D. Stiles was appointed to this position a short 
short time ago, but declined on account of other duties. 


—Mr. Pierre Jay has been elected President of the 
Second Avenue Railroad Company of New York to suc- 
ceed Mr. John D. Crimmins, resigned. Mr. Crimmins 
was elected temporary President after the reorganiza- 
tion of thecompany. Mr. Jay is also Assistant Secre- 
tary and Assistant Treasurer of the St. Paul & Duluth 
Railroad. 


—Mr. James M. Schryver, formerly Assistant General 
Passenger Agent of the Baltimore & Ohio, has been ap-| 

ointed General Passenger Agent of that road with 

eadquarters at Baltimore to succeed Mr. Charles O. 
Scull, resigned. Mr. Schryrer has been in the service 
of the Baltimore & Ohio since 1873; he has been Assist- 
ant General Passenger Agent for the last eight years. 


—Major Henry O’Hara died at his home at St. Louis, 
Mo., on April 30. Major O’Hara was at one time con- 
nected with the car service of the Cairo Short Line, and 
and later became President of the Lansburg Brake Co. 
He was also interested in the Hicks Stock Car Co. Major 
O’Hara is said to have been the first to introduce the 
use of southern pine for the heavy parts of freight cars. 


—Mr. W. J. Cooke, Vice-President of the McGuire 
Mfg. Co., Chicago, has been chosen President of the 
Scoville Place School, a college preparatory and finish- 
ing school for girls, at Oak Park, near Chicago. One 
sentence in the published curriculum is so practical aud 
suggestive that it may be imagined to have come from 
the new President: ‘Special attention is paid to the cor- 
rect and elegant use of the English language, both 1n 
speaking and writing.’’ It is safe to say that most col- 
lege-bred young men and women do not use correct 
English. 








ELECTIONS AND APPOINTMENTS. 





Atchison, Topeka & Santa Fe.—A. F. Mack has been 
appointed Traveling Freight Agent, with headquarters 
at Pittsburgh, Pa. J. J. Warner has been appointed 
Freight and Passenger Agent, with headquarters at 
Oakland, Cal. 


. 

Baltimore & Ohio.—G. A. Cartwright has been ap- 
pointed Assistant General Freight Agent of the Pitts- 
burgh Division and branches and the lines west of the 
Ohio River, with headquarters at Pittsburgh. O. A. 
Constans, formerly Division Freight Agent at Pitts- 
burgh, has been transferred to Columbus, O., as Division 
Freight Agent of the Central Ohio and Midland divis- 
ions, to succeed Mr. Cartwright. The office of Division 
Freight Agent at Pittsburgh has been abolished. G. 
W. Spencer has been og oe Trainmaster of the Chi 
cago Division between Chicago Junction, O., and Whit- 
ings, Ind., with headquarters at Garrett, Ind., to succeed 

. J. Sharp, promoted. T. W. Barrett has been ap- 
pointed Chief Train Dispatcher of the Chicago Divisjon, 
to succeed Mr. Spencer. J. P. White has been ap- 
poiuted Traveling Freight a in the territory west 
of Herring Run and east of Washington Junction, Md., 
to succeed W. A. Wallace, transferred. 


Buffalo, Rochester & Pittsburgh.—F. P. McCloskey 
has been appointed Agent at Big Run, Pa., to succeed 
C. L. McCloskey. The appointment took effect May 10. 
F. B. Dawson bas been appointed Agent at Rockton, 
Pa., to succeed F. P. McCloskey, transferred. The ap- 
pointment took effect May 11. 


Canadian Pacific—C. Sheehy, District Passenger 
Agent at Detroit, Mich., having resigned, that office has 
been abolished, and the territory over which he had 
jurisdiction will hereafter be in charge of J. F. Lee, 
General Agent, Passenger Department, with office at 
Chicago. 

By a rearrangement of the divisions of this road, there 
will be in future two divisions instead of five, as here- 
tofore. Thomas Tait, formerly Assistant Geueral Man- 
ager, has been appointed Manager of the Eastern Di- 
vision, consisting of the lines east of Fort William, with 
headquarters at Montreal. The office of Assistant Gen- 
eral Manager has been abolished. William Whyte, for- 
merly General Superintendent of the Western Division, 
has been appointed Manager of the Western Division, 
consisting of the lines west of Fort William, with head- 
quarters at Winnipeg, Man. 


Central of New Jersey.—At the annual meeting of 
the stockholders, held in Jersey City on May 7, the 
former Board of Directors was re-elected. 


Chicago, Burlington & Quincy.—F. C. Matthews has 
been appointed Traveling Passenger Agent at Den- 
ver, Cul., to succeed A.B. Schmidt. J. L. Hohl has 
been appointed Traveling Freight Agent, with head- 
quarters at St. Joseph, Mo. W.S. Leighty has been ap- 
pointed Live Stock Agent at St. Joseph. 


Chicago, Milwaukee & St. Paul.—W. F. Dudley has 
been appointed Assistant General Auditor, with office at 
Chicago, to succeed R. S. Dousman, appointed Freight 
Auditor, to succeed Mr. Dudley. F. A. Nash has been 
appointed General Western Agent at Omaha, Neb. 


Delaware & Hudson Canal Co.—At the annual meet- 
ing of the stockholders, held on May 11, the present 
Board of Directors was re-elected with the exception 
that R Somers Hayes was elected to succeed Cornelius 
Vanderbilt, who had declined to stand for re-election. 


Denver, Cripple Park & Southern.—The officers of 
this company, recently incorporated in Colorado, are: 
President, pg Sew T. Case; Secretary and Treasurer, 
Charles E. Funk; Auditor, Charles Meierhoffer ; Chief 
Engineer, W. C. Teller; Traffic Manager, George S. 
Freeman. 


Dillsburg & Mechanicsburg.—At the annual meeting 
of stockholders, held recently at Mechanicsburg, Pa., the 
following Directors were elected: Thomas B Kennedy, 
President; Edward B. Watts, Henry McCormick, J. H. 
Bosler, Wm. Penn Lloyd, Joseph Milleisen and Chris- 
tian Bender, of Dillsburg. 


Eastern in New Hampshire.—At the recent annual 
meeting at Portsmouth, N. H., officers for the ensuing 

ear were elected as follows: President, Moody Currier; 
Treasurer, S. C. Eastman; Secretary, John Sise, 


Franklin, Somerset & Kennebec.—The incorporators 
of this new company in Maine have organized _ by elect- 
ing the followin irectors: Leonard Atwood, W. H. 
Ambler and W. B. Hewett, Philadelphia; Herbert H. 
Rice and Frank W. Butler, Farmington, Me.; George 
H. Stinchfield, Farmington Falls, and H. B. Prescott, 
New Sharon. President, Leonard Atwood; Treasurer, 
W.H. Ambler. 
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Grand Trunk.—R. Patterson has been appointed 
Master Mechanic of the Western Division, with head- 


quarters at Fort Gratiot, Mich., to succeed H. Roberts, 
retired. J. A. Slack, Assistant Master Mechanic, 
Western Division, with headquarters at Battle Creek, 
Mich., has resigned, and that office has been abolished. 


Lake Shore & Michigan Southern.—At the annual 
meetizg of stockholders held at Cleveland on May 5, 
Messrs. W. K. Vanderbilt, Samuel F. Barger, H. McK. 
Twombly and Charles M. Reed were re-elected Directors 
to serve for three years. 


Louisville & Nashville.—R. D. Stern has been ap- 
oe Traveling Freight Ayens, with headquarters at 
{ivansville, Ind., to succeed G. W. French, resigned. 
C. F. Barrett has been appointed Traveling Freight 
Agent, with headquarters at Cincinnati, O., to succeed 
E. B. McSheehy, resigned. 


Mexican Central.—At the annual meeting, held at 
Boston, Mass., May 5, the following directors and 
officers were elected: Isaac T. Burr, Sebastian Camacho, 
Benjamin P. Cheney, Levi Z. Leiter, Pablo Martinez, 
Del Rio, James C. Melvin, E. Rollins Morse, Hiram R. 
Nickerson, John B. Paine, Charles K. Perkins, Joseph 
Richardson, Albert A. Robinson, William Rotch, Alden 
Speare, Robert R. Symon, Joseph H. White and George 
B. Wilbur. President, A. A. Robinson; Vice-President, 
Robert R. Symon; Vice-President and Chairman Finance 
Committee, E. Rollins Morse; Clerk and Comptroller, 
J. T. Harmer; Treasurer, and Transfer Agent, C. A 
Browne; General Manager R. Nickerson; Auditor, 
W. A. Frost, and Assistant Treasurer, Jay A. Hendry. 


Michigan Central.—At the annual meeting of stock- 
holders held at Detroit, Mich., May 6, the present 
officers and Board of Directors were re-elected for the 
ensuing year. 


Missouri, Kansas & Texas.—The foliowing appoint_ 
ments took effect May 1: M. Sweeney, formerly Su 
perintendent of Transportation, is General Superintend- 
ent; E. M. Collins, Car Service Agent. All employees 
heretofore reporting to the Superintendent ot Trans- 
portation now report to Mr. Collins. The office of Su- 
perintendent of Transportation has been abolished. 


Nushville & Knoxville.-—At the annual meeting of 
stockholders, held recently at Lebanon, Tenn., the pres- 
ent Board of Directors was re-elected. 


New Albany Belt & Terminal.—George T. Jarvis has 
been appointed Receiver, to succeed Messrs. J. McLeod, 
F. W. Tracy and S. M. Felton, resigned. Mr. Jarvis has 
made the tollowing Kit oO Auditor, C. W. 
McGuire; Treasurer, S. Wright; General Freight 
Agent, R. A. Campbell; Superintendent, E. Holbrook ; 
Master Mechanic, F’, C. Cleaver. 


New York, Chicago & St. Louis.—At the annual 
meeting of stockholders held at Cleveland, O., May 4, 
the present Board of Directors was re-elected. Officers 
were elected as follows: Chairman of the Board, William 
K. Vanderbilt; President, S. R. Callaway; Secretary 
and Treasurer, Allyn Cox. 


Oconee & Western.—The office of M. V. Mahoney. 
General Freight and Passenger Agent, has been remov 
from Hawkinsville, Ga,to Dublin, Ga. A. J. Menter 
hus been appointed Master Mechanic, with headquarters 
at Dublin, to succed J. A. Long, resigned. 


Phillips & Rangeley.—At the annual meeting at 
Phillips, Me, May 6, directors were elected as follows: 
Calvin Putnam and Fletcher Pope, of Danvers, Mass.; 
A. B. Gilman and George M. Goodwin, of Haverhill; 
Hartley H. Field, Joel Wilbur, J. H. Byron, Sydney G. 
Haley and F. N. Beal. The following officers were 
elected: President, Calvin Putnam; Treasurer and Gen- 
eral Passenger Agent, Hartley H. Field; General Mana- 
ger, Fletcher Pope. 


St. Louis & San Francisco.—Messrs. Richard Olney 
and Henry K. McHarg have been elected Directors, to 
succeed William T. Hart, deceased, and Gen. Horace 
Porter, resigned. 


St. Louis Southwestern.—At the annual meeting of 
the St. Louis Southwestern of Texas and of the Tyler 
Southeastern, held recently at Tyler, Tex., the present 
officers of both companies were re-elected. 


Silverton.—Alexander Anderson has been appointed 
Superintendent, with headquarters at Silverton, Col., to 
succeed Moses Liverman, resigned. Frank P. Thornton 
has been appointed Secretary and Auditor, to succeed 
Mr. Anderson. 


South Branch.—The directors of this company, which 
proposes building a railroad, 12 miles long, in McKean 
County, Pa., are: Herbert C. Rich, Cattaraugus, N. Y., 
President ; H. Clarence Rich, Buffalo, N. Y.; L. G. Will- 
son, W. L. Andrews, F. E. Himnam, 'E. E. Keith, all of 
Gardeau, Pa.; C. R. Rich, Cattaraugus, N. Y. 


Staten Island.—The directors of the road, which is 
leased to the Staten Island Rapid Transit, have elected 
the following officers: President, J. Frank Emmons; 
Vice-President, James M. Fitzgerald; Secretary, Edward 
Curry. 


Union Pacific.—E. E. Elser has been appointed Travel- 
ing Passenger Agent, with headquarters at Los Anyeles, 
Cal., to succeed G. F, Herr. Matt Clatke has been ap- 
ae Coutracting Freight Agent, with office at San 

"rancisco, to succeed F. H. Plaisted, previously Freight 
Traveling Agent, transferred. Charles H. Marshall has 
been appointed General Eastern Agent, with head- 
quarters at New York City, a newly created office. 








RAILROAD CONSTRUCTION, 
Incorporations, Surveys, Etc. 





Alexandria, Junction City & Shreveport.—This 
company was incorporated in Arkansas on May 4, with 
a re stock of $3,000,000. The officers are: President, 
C. EK. Neeley, St. Louis; Vice-President, J. W. Brown, 
Camden; General Manager, C. C. Henderson, Junction 
iy All are connected with the Arkansas Southern. 
A local newspaper sg that the object of this com 
pany is to build a road from the southern terminus of 
the Arkansas Southern direct to the Gulf of Mexico. 
The Arkansas Southern now extends from Eldorado, 
Ark., south 27 miles to Junction City on the Louisiana 
State Line. 


Denver, Cripple Park & Southern.—This company 
has been incorporated in Colorado, with a capital stock 
of $1,000,000, by Charles 1. Case and George S. Freeman, 
of Colorado; Charles E. Funk, of Chicago; Samuel L, 
Blake, of Michigan, and Frank W. Corrigan, of St. 
Louis. ‘lhe object of the company is to give an outlet 
to the Freshwater mining district, which is about 25 


miles west of Cripple Creek. The present plar is to 
build a road from Garo to Cripple Park, in the Fresh- 
water district, and thence to Cripple Creek, making a 
connection with one of the railroads entering that town. 
From Cripple Creek the line is to be continued to Canon 
po The officers of the company are given in another 
column. 


Erie & Central New York.—It is expected that this 
road, which was partly built several years ago between 
Cortland and Cincinnatus, N. Y., about 16 miles, all in 
Cortland County, will be completed. Mr. N. A. Bundy, 
President of the Otselic Construction Co., of Brooklyn, 
which has the general contract for the road, has recently 
inspected the line, and it is believed that the construc- 
tion company will soon sublet the contract for its com- 
pletion. It is proposed by the construction company to 
obtain the complete right of way and to se]! $25,000 of 
bonds of the road to citizens of the district through 
which it will pass before subletting any contracts. An 
ultimate extension of the road from Cincinnatus south- 
east to Hancock or Ga is contemplated. W. D. 
Tidsdale, Cortland, N. Y., is President of the company, 
and J.S. Bull, of Cortland, is General Manager. 


Lewisburg & Buffalo Valley.—This company was 
incorporated in Pennsylvania, on May 10, with 
a capital stock of $30,000. It is proposed _ to 
build a road about 15 miles long in Union County, Pa., 
from Lewisburg northeast to a tract of timber land re- 
cently purchased by Monroe H. Kulp & Co.,in Lewis 
Township. The incorporators and directors are: M. H. 
Kulp, Shamokin, Pa., President; G. Gilbert Kulp and 
Daniel C. Kaseman, Shamokin, Pa.; George C. Rohr- 
bach, L. T. Rohrbach and H. L. Landau, Sunbury, Pa., 
and M. H. Barr, Milton, Pa. 


Macon, Dublin & Savannah.—This road is to be 
extended from its present terminus at Dublin, Ga., 
southwest to Lyons, about 50 miles. Surveys for the 
proposed line have recently been made under Superin- 
tendent Dunn. The route will pass within a short dis- 
tance of Bruton and within twomilesof Blackville. The 
road is expected to enter Savannah by connection with 
the Georgia & Alabama at Lyons. The road now ex- 
tends from Macon to Dublin, 54 miles. 


Mexican Land, Navigation & Railway Co.—This 
company has recently been organized at the City of 
Mexico, Mex., with a capital stock of $1,000,000 by San- 
tiago Mendez, Sub-secretary of Communications, H. P. 
Stuart, representing the London contracting firm of S. 
Pearson Son and Manuel Gama. It is proposed to 
build a railroad from some point on the National 
Tehuantepec north to a point in the state of Vera Cruz, 
probably at Paso de San Juan, a total distance of about 
40 km. (about 25 miles). The Mexican government has 
granted a subsidy of about 400,000 acres of land, on which 
it is proposed to settle European and other. colonists. 


Mississippi, Colesburg & Manchester.—Bids are be- 

ing asked for building this proposed road in northeastern 
lowa. ‘The line will run from Colesburg, Delaware 
County, Ia., in a general southeasterly direction, through 
Petersburg and New Vienna to Dyersville, Dubuque 
County, there connecting with the Chicago Great West- 
ern. ‘The road will be about 16 miles long. Contractors 
are invited to correspond with W. C. Kirchheck, Secre- 
tary, Colesburg, Ia. 


Ohio River & Charleston.—Grading for a distance 
of 10 miles from Blacksburg has been completed on the 
branch being built from Blacksburg southwest to Gaff- 
ney, S. C., and it is proposed to begin tracklaying at 
once. Work has already been begun on the bridge 
across the Broad River. J.B. Ross, of Blacksburg, has 
the contract for the first 10 miles of the road. 


Peoria & St. Louis.—Dwight L. Wing, the general 
contractor for this road, which is proposed to connect 
Springfieid and Peoria, Ill., has sublet a contract toS. 
A. Campbell & Co., of St. Louis, for 55 miles of the 
road from Sherman, a point on the Chicago & Alton, 
about seven miles north of Springfield, north to Pekin, 
on the Illinois River, a few miles south of Peoria. 


Restigouche & Western.—The charter for this pro- 
jected railroad in New Brunswick has recently been ob- 
tained by Messrs. Malcolm & Ross, contractors, and it 
is expected that the road will now be built. The line is 
to extend from Campbelltown, on the Bay of Chaleurs, 
in the northern part of New Brunswick, southwest about 
110 miles to St. Leonard’s on the St. John River. Camp- 
belltown is a station on the Intercolonial. St.-Leonard’s is 
directly across the river from Van Buren, Me, the pro- 
proposed ultimate northern terminus of the Bangor & 
Aroostook, which now reaches Caribou, 20 miles south. 


Rio Grande, Sierra Madre & Pacific.—Eighty-five 
miles of track have been laid on this road, in Mexico, 
from Cuidad Juarez, which is opposite El Paso, Tex. 
The road will extend to Casas Grandes, Mex., 157 miles, 

assing within seven miles of Corralitos. The road is 

ing built by the Sierra Madre Construction Co., which 
has at present 325 men employed. Beside this company 
there are two sub-contractors at work, each employing 
about 125men. It is believed that the road is being 
built upon a cash basis, as there are nobonds or other 
evidences of indebtedness outstanding against it. Up 
to April 1, $835,000 had been expended. The char- 
acter of. the work is generally light. The bridg- 
ing is all bent and pile trestles. J. Fewson Smith, 
of the railroad, is Chief Engineer, with headquarters at 
Cuidad Juarez. The New York office of the Sierra 
Madre Construction Co., of which A. Foster Higgins is 
President, is at 54 Exehange Place. 


Santa Fe, Prescott & Phe@nix.—An extension of 
this road is proposed from Prescott, Ariz, southeast 
about 25 miles into the Big Bug Mining District, in the 
valley of Big Bug Creek. It is expected that the citizens 
of Prescott will give a bonus for building the new line. 


Sierra (Cal.)—Grading has been completed for a dis- 
tance of seven miles out of Oakdale, Cal., and rails for 35 
miles of track are at Oakdale. A contract has been 
given for the first 40 miles, and it is expected that the 
road will be completeé to Montgomery’s, 20 miles from 
Oakdale, before July 1, and to Sonora, about 40 miles 
distant, before December. The road is to run from Oak- 
dale, Stanislaus County, northeast to Souora, Tuolumne 
County, thence southeast to Coulterville, Mariposa 
County, with a branch from Sonora to Angel’s Camp 
and other mining towns in that district. The total 
length is 124 miles. Sidney D. Freshman, Oakdale, Cal., 
is President uf the company. 


Southern Illinois Coal.—This company has recen‘ly 
been incorporated in Illinois to build a railroad from 
some point in Williamson County, IIl., in a general 
southwesterly direction through Williamson, Union and 
Alexander counties to a point on the Mississippi River 
in Alexander County, with branches to coalfields in 
Jackson, Williamson and Johnson counties. The capital 
stock is $50,000. The incorporators and.Board of Direc- 
tors are: ht. Kelley, F. W. Johnston, W. L. Stocker and 


A. G. Brown, of St. Elmo, and J.'H. Atterbury, of Mt. 
Vernon. ‘the principal office will be at St. Elmo, Ill. 


Texarkana & Shreveport.—Grading has been com- 
pleted for 12 miles into Caddo County, La., on the pro- 

osed southern extension of this road, and rails have 

en bought for a part ofthis distance. Theintention of 
the company is said to be to extend the road from its pres- 
ent southern terminus at Kiblah, Ark.\in a general south- 
easterly direction to Black River, Concordia County, La., 
about 150 miles, passing through Shreveport and Con- 
shatta. The road now extends from Texarkana, Ark., 
southeast 34 miles to Kiblah. 


Wadley & Mt. Vernon.—It is proposed to extend 
this road from Rixville, Ga., to Fitzgerald, in the south- 
ern part of the state. The extension will be about 75 
miles long and will pass through Southeastern Georgia. 
Connection will be had at Fitzgerald with the Georgia 
& Alabama. The road is now in operation between 
Wadley and Rixville, 29 miles, connecting with the Cen- 
tral of Georgia and Louisville & Wadley at Wadley. 








Electric Railroad Construction. 





Asheville, N.C.—A company is being formed at 
Asheville to build a suburban electric railroad of about 
five miles in length. The present Street Railway Co. is 
interested in the enterprise, and it will practically be an 
extension of the line. Additional rolling stock will be 
bought and extra power put in. 


Baltimore, Md.—Stockholders of the Baltimore 
Traction Co. and of the City & Suburban Railway Co. 
will meet separately May 22 to consider the proposed 
plan for consolidating the two roads. 

Mr. George Webb, General Manager of the Falls Road 
Electric Railway Co., has made application to Mayor 
Hooper for a permit to construct the proposed railroad 
on the Falls road and on various streets authorized by 
ordinance. 


Belair, Md.—Work was begun last week on the 
electric railroad on the Belair road, which it is proposed 
to complete to Putty Hill early in July. 


Boston, Mass.—The West End Street Railway Co. is 
making preliminary arrangements to erect a power: house 
at a cost of about $400,000 on its recently purchased land 
at Boyleston street and the Charles River Park. 


Bucyrus, O.—The Buckeye Traction Co. has filed a 
$3,000 bond with the County Commissioners, binding 
the company to begin work on the proposed Galion & 
Bucyrus elec ric railroad before June 1, and to have it 
finished by Jan. 1, 1898. 


Camden, N. J.—Surveyors have commenced work 
locating the lines for the new car barn of the Camden & 
Suburban Railway Co. ona triangular plot of ground 
owned by the company on Winsor street. The barn will 
be 150 ft. long by 190 ft. wide. Smaller buildings will be 
erected on the remainder of the ground. 


Cleveland, O.—A petition has been filed with the 
County Commissioners asking permission to give the 
Cleveland & Eastern Railroad Co. a franchise over the 
Cleveland & Mayfield plank road for 50 years. The rail- 
road company is to pay the plank road company, which 
has a perpetual franchise for its planks, $400 per year 
aud not run a longer train of freight cars than five cars. 


Collegeville, Pa.—A petition has been presented re- 
questing the Council to permit the Traction Company 
to extend its line through the borough of Collegeville. 
The terms of the petition require -that the Traction Co. 
should pay the borough of Collegeville $2,500 for 
the right of way, one-fifth of the cost of grading, one- 
fifth of the cost of macadamizing, $50 per year for five 
years and $100 a year thereafter. 


Colorado Springs, Colo.—Work was begun April 20 
in grading East Boulder street for the new street car 
line. This work may have been done simply tc keep 
alive the franchise which was recently granted, 


Cripple Creek, Col.—The Cripple Creek Mail states 
that Mr. L. D. Ross, of Cripple Creek, has made a pur- 
chase of rails from the Illinois Steel Co. tor a part of the 
new road. The first part of the road to be built will be 
between Cripple Creek and Victor, and it is expected 
that cars will be in operation between these puints by 
September next. The total proposed length of the road 
will be 21 miles, and the cost of construction is estimated 
at $500,000. Mr. Ross states that $200,000 is now in de- 
posit in the Cripple Creek banks to start the work. 


Dayton, O.—The Dayton, Spring Valley & Wilming- 
ton Transit Co. proposes to build a line from Dayton 
through Bellbrook, Spring Valley and New Burlington 
to Wilmington, a distance of about 35 miles. The right 
of way has been secured, and contracts will, it is stated, 
soon be let. President, Wallace Berryhill; Vice-Pre- 
sident and General Manager, J. M. Wilson; Secretary, 
John H. Racer; Superintendent and Engineer, F. if 
Talbot, 1926 West Lake street, Chicago, Ill. 


Kirkwood, Mo.—The Suburban Railway Co. has been 
granted a franchise for an electric road in Kirkwood. 


Lancaster, Pa.—The Pennsylvania Traction Co.. has 
awarded to Thos. A. Anderson & Co.. of Lancaster, the 
contract for erecting a 300-H. P. Aliis-Corliss engine 
and a 200-K. W. Westinghouse generator in the power 
station in Lancaster. The same firm has also been 
awarded the contract for furnishing and erecting two 
100-H. P. boilers fur the Traction Company’s plant. 


Long Branch, N. J.—The Atlantic Highlands, Red 
Bank & Long Branch Railway Co. has filed the required 
bond for the construction of its road, which is,to be in 
operation by July 1. 


Mansfield, Mass.—Surveys bave been made by the 
Mansfield & Norton Electric Railway Co., for an electric 
road between the points mentioned in the title, a dis- 
tance of about 6 miles. The towns are now connected 
by the N. Y., N. H. & H. Railroad. 


Massilion, U.—The right of way has been obtained 
for the Massillon & Dalton Electric Railroad. No con- 
tracts have been let and the surveys have not been made. 
C. F. Reinold, West Brookfield, O., is interested. 


Riverhead, L. I.—The consent of the Commissioner 
of Highways has been given for the construction of the 
Riverhead, Quogue & Southampton Railroad, which 

roposes to build a section of the Quogue road this 
Season. Consent was given upon the condition that 
the road be completed within one year. 


Rockland, Me.—The directors of the Rockland, 
Thomaston & Camden Street Railway Co. have voted 
to extend the tracks of the Highland branch on the Old 
County road. 
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Salem, Mass.—Charles Odell, of Salem, and C. F. 
Dennis, of Newburyport, Mass., are among the incorpo- 
rators of the Plum Island Electric Street Railway Co., 
which proposes to build a line 4 miles in length. 


West Newton, Pa.—Council has granted a franchise 
to the Second Avenue Traction Co., with a provisu that 
work must be begun within six months and completed 
within a year. This line will make connection with 
Pittsburgh without change of cars. 








CENERAL RAILROAD NEWS 


Central of New Jersey.—The earnings for March and 
for the three months ended March 31 have been reported 
as follows: 





March: 1897. 1896. Inc. or. Dec. 
ee, er $893.214 $934,149 D. 40,835 
OPE, SEPCB i. 0v0e.crceccesee 633,800 661,470 D. 27,670 

NOE GOR 2 ccccccccccccesecs $259,414 $272,579 D. $13,165 

Three months: 

Grogs @Arn...... 0... eeeeeee $2,597,369 $2,765,166 I. $167,797 
Oper. OXPOD.......scccccces 1,826,780 1,923,337 D. 96,557 
AE COI isn cvvcccconseee 770,589 $841,829 D. $71,240 


Central Washington.—In the case of the Knicker- 
bocker Trust Co., e¢ al., against this company, the 
Northern Pacific Railroad Co. and the Farmers’ Loan & 
Trust Co., Judge Hanford, of the U. S. Circuit Court, at 
Spokane, Wash., has given a decree of foreclosure. The 
suit was brought to foreclose a mortgage made to the 
Farmers’ Loan & ‘rust Co. in September, 1888, to secure 
payment of $2,156,000, 50-year 6 per cent. bonds, and 
which was transferred to the Knickerbccker Trust Co., 
as trustee for the bondholders, on April 19, 1895. De- 
fault in the payment of interest on these bonds was 
made in September, 1893. The Central Washington was 
leased to the Northern Pacific in 1888. On Nov. 17, 1894, 
the Farmers’ Loan & Trust Co. took possession of the 
road, upon whose application it was operated by the Re- 
ceivers of the Northern Pacific under a lease, which was 
afterward terminated by order of the Court, and a sole 
receiver was permanently appointed. The Court has di- 
rected Master in Chancery W. J. C. Wakefield to sell the 
property within 60 days from June 7, 1897, if by that time 
principal and interest of the bonds, amounting to $2,686,- 
000, with accruing interest and other costs, be not fully 
satisfied. 


Chicago & Northern Pacific.—A meeting of the 
first mortgage bondholders, who deposited bonds under 
the agreement of Dec. 5, 1893, will be held in New York 
City, May 20, to take action ona plan of reorganization 
recently prepared. The plan provides tor the organiza- 
tion of the Chicago Terminal & Transfer Railroad “o., 
which will acquire the property of this company and of 
the Chicago & Calument Terminal. a belt line operated 
in connection with the Chicago & Northern Pacific. and 
an issue of $16,500,000, first mortgage 50-year 4 per cent. 
gold bonds (only $12,742,000 to be issued on reorganiza- 
tion), $17,000,000 of preferred stock and_ $13,000,000 of 
common stock. The holders of the United States Trust 
Co.’s certificates, issued for the bonds deposited, will re 
ceive 40 per cent. in new bonds, 50 per cent. in preferred 
stock and 40 per cent in common stock. All the se- 
curities of the Chicago & Calumet Terminal Co. are held 
by the Managers of the Northern Pacific reorganization, 
who have agreed to deliver them, together with the 
$2,500,000 of bonds of the Chicago & Northern Pacific to 
the new Chicago Terminal & Transfer Railroad Co. 
The Northern Pacific managers will receive in return 
securities of the new company equal in amount to those 
to be delivered under the plan of reorganization. The 
Chicago & Northern Pacific is a terminal company at 
Chicago. ; 

Colorado Midland.—An order for a foreclosure sale 
of the entire property of this company has been given by 
the Uniteo States Circuit Court, at Denver, Colo., under 
a mortgage of $2,000,000 neld by the Central rust Co. 
of New York. The sale is to be made at Colorado City, 
and is expected to take place some time during June. 
The company was chartered in November, 1883, and the 
road was opened for traffic Oct. 15, 1888. The entire 
capital stock of the company is owned by the Atchison, 
Topeka & Santa Fe. A Receiver was appvinted on May 
1, 1894. The main line extends from Colorado Springs, 
Col., to Newcastle, Col., 224 miles, with 120 miles of 
branches and leased lines. 


Daluth & Winnipeg.—Henry S. Butler, Commis- 
sioner under the U.S. Circuit Court at Madison, Wis., 
will sell the terminals of the company at Superior and 
the ore docks on Allouez Bay under foreclosure at Su- 
perior, Wis., May 15. The pro wok | is mortgaged to the 
Safe Deposit & Trust Co., of Maryland. 

Erie.—The earnings for the three months ending 
March 31 have been reported as follows : 














1897. 1896. Inc. or Dec. 

Gross CAPD... ..-ceccees $6,258,599 $6,187,311 I. $71,288 
OPS. SKVOR......000000 4,854,313 4,510,928 : 3143 385 
NOE GRID «20 ccccsecvere $1,404,286 $1 676,383 D. $272,097 
Other income....-......- 26,011 6,718 I. 29,293 
Total income.........+ $1,440,297 $1,683,101 D. $242,804 
Fixed charges........... 2,124,829 1,741,290 I. $383,539 
Defhclt...cccccscesee os $684,532 $58,189 I. $526,343 
Hildago & Northeastern.—Dispatches from Pa- 


chuca, Mex., announce that this road has been sold toa 
syndicate of English capitalists, represented in Mexico, 
by W. L. Pritchard and T. M. Crawford. The sole 
owner of the road was Gabriel Mancera. It is expected 
thet the road will be extended to Tuxpan and Tampico. 


Illinois Central.—The earnings for March and for 
the nine months ending March 31 were as follows: 








March: 1897. 1896. Ine. or Dee. 

CAERNS OOF, 6 .020:009800000600 $1,807,201 $1,724.829 - $82,372 

Oper. OXP....ccecveceseces 1,254,596 1,209,692 1. 44,904 
PE GOED veces sreexcives $552,605 $515,137 I. $37,468 

Nine months: 

CE OREM: 60 sorcccesevess $16.938.238 $17,029,533 D. $91,295 

UPOP. OEP occas svvecccrvess 11,670,507 11,159,322 I, Sit, 85 
Net earn................ $5,267,731 $5,870,211 D. $602,480 


The gross earnings for April, 1897, are estimated at 
$1,567,737, as against $1,638,741 in April, 1896, an esti- 
mated decrease of $71,004, 

Lebanon Springs.—On scgetion of the Hilton 
Bridge Co., of Albany, N. ., Elnathan Sweet was 
appointed Receiver of this company, on May 4, by Jus- 
tice Fursman, ef the Supreme Court of New York, to 
succeed the late William D. Reynolds. Pell W. Foster, 


one of the prine 331 owners of the road, has been made 
trustee for the kg¢ndholders. -The road, which extends 


from Chatham, N. Y., to Bennington, Vt.,57 miles, went 
into the hands of a receiver in 1880 and was sold under 
foreclosure June 12, 1885. It was purchased by a syndi- 
cate of bondholders who tranferred it to the New York, 
Rutland & Montreal, April 1, 1886. On Feb. 27, 1888, the 
road again went into the hands of the Receiver of the 
Lebanon Springs Railroad Co. 


Middle Tennessee & Alabama.—This road was 
sold under foreclosure at Fayetteville, Tenn., May 5, to 
J. W. Dickson, Receiver of the St. Louis, Chicago & St. 
Paul for $150,000. The decree was granted by Judge 
Lurton, March 8. on application of the Central Trust 
Co., of New York, as stated in these columns March 19. 
The line is projected from Decatur, Ala,, to Shelbyville, 
Tenn., 78 miles, and has been completed from Bonne- 
ville, Tenn., to the Alabama state line, 34 miles. The 
company was organized in 1893 as successor to the Deca- 
tur, Chesapeake & New Orleans. 


New York Central & Hudson River.—The earnings 
for the three months and for the nine months ended 
March 31 were as foilows: 

















Three months: 1897. 1896. Inc. or Dec. 
Gross earn.... .... « $10,133,425 $10,283,911 D. $150,486 
Oper. expen........ 6,886,976 7,€ 29,328 D. = 142,352 

Net earn.......0.0% $3,246,449 $3,254,583 D. $8,134 
First charges....... 2,635,863 2,644,528 Dd. 8, 

PRORE...00%. $610.585 $610,055 L $531 
Dividend... 1,000,000 Ec ere Ts 

DNAS «0.n:cnesseese $389,414 $389,945 D. H 

Nine months: 

Gross earn.......... $33,071,888 $34,292,313 D. $1,220,425 
Oper expen.......... 22,381,063 23,218,487 D. 837,424 

Net earn.......... $10 690,825 $11,673,826 D. $383.00 
First charges....... 7,900,097 923, D. 22,933 

ee $2,790,828 $3,150,796 D. $360,068 
DividOnd ..... cose 3,000,000 Se ti(ié«‘ ws ecg mnt 

DEB i ccscsiessce $209,272 (Surp.) $150,796 I. $360,068 


Nortolk & Western.—The earnings for March and 
for the six months ending March 31 were as follows: 





March: 1897. 1896. Inc. or Dec. 

Gross earn............- $938,515 $967.209 D. $28.794 

OPEr. SXPEN....0.c00000 619,234 776,626 D. 157,392 
ere $319,281 $190,683 LR $128,598 

Six months: 

Gross CAEN... secre $5,370,054 $5,645,746 D. $277,692 

Oper. expen..... siewiew 3,836,673 4,384,072 D. 547,399 
Net earn........ eves $1,533,381 $1,261,674 I, $271,717 


Northeastern of Georgia.—The time for payment of 
the back rent for this road by the lessees, E. A. Richards 
& Co.. of New York, expired on May 6, and on that day 
Governor Atkinson, of Georgia, took formal possession 
of the property. R. K. Reeves has been named as State 
Agent to take charge of the road, subject to orders from 
the Executive Department. It is expected that the road 
will be sold on June 24 by Governor Atkinson under a 
special act of the Georgia Legistature. The upset price 
has been set as $287,000, the amount of the state bonds 
on the road, The road extends from Atbens north to 
Lula, Ga., 140 miles. 


Ohio Valley.—John Roberts and James Quarles, Com- 
missioners, have advertised the sale of this road to take 
place at Henderson, Ky.,on June 3. The sale will be 
made in consequence of a decree of foreclosure given in 
the U. S. Circuit Court for the Sixth District in the 
case of the Central Trust Co., of New York, against the 
road. The — price will be $1,050,000 and a deposit of 
$100,000 will required from all bidders. 


Pennsylyani?.—The earnings of the lines directly 
operated east of Pittsburgh and Erie, for March and for 
the three months ended March 31, were as follows: 














March : 1897. 1896. Inc. or Dec. 
Gross earn...... omen $5,064.732 $5,253,932 PD. $189,200 
Oper. expen 3,444,809 3,661,309 D. 216,500 

Net earn... ..... $1,619,923 $1,592,623 I. $27,300 

Three months: 

GroSsS CAIrN.........066- $14,306,739 $14,893,839 D. $587,100 
DODGE, GEOBB siics oes00%5 10,267,227 11,134,427 I. 867,200 
Net earn...... eoee $4,039,512 $3,759,412 I. $280,100 


On all lines west of Pittsburgh and Erie the March 
gross earnings decreased $138,600, and the net earnings 
increased $20,500: gross earnings for three months 
decreased $650,600 and net earnings increased $74,400. 
The gross earnings of the entire system for March de- 
creased $327,800, and the net earnings increased $47,800; 
gross earnings for three months decreased $1,237,700, and 
net earnings increased $354,500. 


Port Arthur, Duluth & Western.—The first mort- 
gage bondholders, who virtually control this road, their 
interest having been in default for several years, have 
offered it for sale, through the Toronto General Trusts 
Co. There are $1,497,324 first mortgage bonds and 
10,640 shares of the capital stock. This move has been 
caused by the general depression in the mining industry 
of Northern Minnesota, which district is reached by 
this road. The road extends from Port Arthur, Ont., at 
the head of Lake Superior, southwest 87 miles to the 
Minnesota boundary line at Gun Flint Lake, and from 
that point six miles into Minnesota tothe Gun Flint 
Lake iron mines, which is its present terminus. ‘the 
company holds a charter fer an extension of the line to 
Ely, Minn., 45 miles, through the Mesaba iron ore 
district. 

Southern Pacific.—The earnings of this company, in- 
cluding leased and proprietary railroad and steamship 
lines, for the’year ended Dec. 31, were as follows: 














1896. 1895. Inc. or Dec. 

Gross CarN..... o...e++- $48,666,667 — $50.457,025 D. $1,790,358 
Oper. expen..........-- 31,962,207 33,242,436 1,280,229 
Net earn........ee0es $16,701,460 $17,214,589 D. $510,129 
Other income.......... 2,229,645 2,376,885 D. 147,240 
Total income......-. $18,931,105 $19,591,474 =D. $657,369 
Charges, taxes, elc.... 17,144,551 17,406,252 D. 261,701 
Surplus ......sesee0- $1,789,554 $2,185,222 DD. $395,668 


The company has changed its fiscal year so that it will 
end hereafter on June 30, 

Savannah, Florida & Western.—Arrangements 
have been made with the New York Security & Trust 
Co. to refund the Atlantic & Gulf 7 per cent. consoli- 
dated mortgage bonds which will mature July 1 next. 
These bonds will either be paid at maturity or they may 


be exchanged for first mortgage gold bonds of the Savan- 
nah, Florida & Western. These latter bonds are a part 
of an authorized issue 500,000 first mortgage 50-year 
gold bonds, of which only $4,056,000 have been issued; 
they will mature April 1, 1934. 


Utah Central.—This road was sold under foreclosure 
at Salt Lake City, Utah, May 8, to Graff & Dittmeyer, 
representing New Yerk bondholders, for $277,000. The 
road is narrow-gage and extends from Salt Lake to 
Park City, Utah, 32 miles, with branches from Park 
City eastward seven miles, and from Salt Lake City six 
miles. James McGregor and Clarence Cary were ap- 
pointed Receivers Nov. 27, 1893. 








TRAFFIC, 


Traffic Notes. 


The conference between the Kansas State Railroad 
Commissioners and the railroad men, concerning the 
proposed readjustment of rates on grain tothe seaboard, 
1s announced to be held on May 20. 

The Erie Canal was opened on May 8, but business was 
dull and the Boat Owners’ Association held a meeting 
and reduced rates on grain and some other commodities. 
The wheat rate agreed upon a few weeks ago, 3% cents 
a aan, was reduced to 3 cents, and the corn rate to 2 
cents. 


The amount of freight carried to and from Lake 
Superior through the United States and the Canadian 
canals at Sault Ste. Marie during the month of April 
was 199,503 tons, the westbound movement being 738,709 
and the eastbound 120,794. Only about 514 per cent. ot 
this freight passed through the Canadian canal. 


A petition before the Canadian Parliament for the 
passage of a law to compel the free transportation of 

icycies is said to have 20,000 signatures. _Why the pro- 
moters of the bill stopped with so small a number is 
something we cannct understand. There are at least 
200,000 ‘ cyclists” in the United States who would gladly 
ae given them the benefit of their signatures and their 
influence. 


The interstate railroads carrying milk to New York 
York City have decided to reduce rates in compliance 
with the order of the Interstate Commerce Commission 
which was noticed in the Railroad Gazette last week 
and have issued revised tariffs, to go into effect May 15. 
The rates on milk in bottles have been advanced, and 
those for pint bottles have been made higher than those 
for quart bottles. For the longer distances this makes 
an absolute increase in these rates, 


The Interstate Commerce Commission, sitting in 
Philadelphia, has this week resumed its hearings on the 
complaint of the New York merchants concerning 
freight rates on grain from the West to New York, con- 
tinuing the investigation begun in New York and re- 
ported in the Railroad Gazette of March 26. The com- 
plainants presented a statement, compiled from statis- 
tics furnished by the Joint Traffic Association, showing 
that the receipts of freight at New York from the West 
in 1896 were only 11 per cent. greater than in 1895, while 
at Philadelphia the increase was 23 per cent and at Bal- 
timore 84. [It was also shown that on the Pennsylvania 
Railroad alone the increase in eastbound freight to New 
York was 9 per cent., to Philadelphia 24 per cent. and to 
Baltimore 55 percent. ‘he Baltimore & Ohio showed 
increases as follows: To New Yerk, 12 per cent.; to 
Philadelphia, 13 per cent., and to Baltimore 115 per cent. 
The merchants of Philadelphia were represented by Mr. 
S. W. Pettit, who said that the very large variations of 
percentages shown by the New York merchants as _ be- 
tween 1896 and preceding years were no greater than 
could be found in other similar periods in the past, as, 
for instance, in 1891 and 1892. New York does a con- 
stantly increasing business, and ‘“‘as much, probably, as 
it can handle.” If the railroads perform expensive 
terminal service at New York, the cost thereof ought to 
be added to the rate. Whatever New York may have 
lost, Philadelphia did not get what was lost. Mr. Pet- 
tit held that statistical information regarding ocean 
freight was of little value. 


Chicago Traffic Matters. 


CHICAGO, May 12, 1897. 

Western roads finally after weeks of coaferences and 
meetings have announced rates for the National Conven- 
tion of the Young People’s Society of Christian En- 
deavor at San Francisco. Westbound the one way rates 
are: From Chicago, $25; from St. Paul, $26.75! trom 
Missvuri ‘River points, $2250. Eastbound, from San 
Francisco the rates are the same. The dates of sale 
going are June 29-30, July 1.2 and 3. The circular an- 
nouncing the ratesis a joint production, signed by an 
officer of each of the initial roads interested. They say 
that the rate is the individual rate of each road; so 
that the extent to which they have made themselyes 
liable to imprisonment for conspiring to restrain trade, 
is a matter concerning which the reader is left entirely 
in the dark. ’ 

The Chicago Live Stock Exchange, which failed to get 
any satisfaction, from the Illinois Railroad Commis- 
sioners in its fight to get the $2 transfer charge on live 
stock abolished, has decided to apply to the Interstate 
Commerce Commission. 

Eastbound all-rail shipments from Chicago and Chi- 
cago Junctions to go at and beyond the Western ter- 
mini of the trunk lines for the week ending May 6 
amounted to 62,365 tons, ascompared with 60,778tons the 
preceding week. This statement includes 18,917 tons of 

rain, 4,877 tons of flour and 13,753 tons of provisions 

nut not live stock. The following is the statement in 
detail for the two weeks: 





























WEEK ENDING | WEER ENDING 
May 6. APRIL. 29. 
Roads. 
Tons. Dp. ©. Tons. p. © 
Baltimore & Ohio........... 3,683 5.9 | 700 61 
C., 'C. (Ore St. Louls:....... 2,132 3.4 2,547 42 
ea tales cre aigbiaebaniesooeisiae 203 148 8,613 14.2 
GANG TENE... 6 cocceces +e 3,456 5.5 2,968 49 
Ta Oe eS c's oci'o.5...s0s1cns 7,347 11.8 9,531 15.7 
Michigan Central........... 10,447 167 9,116 15 0 
i AR GALS Re. On Pa 6,776 10.9 035 9.9 
Pitts., Cin., Chi. & St. Louis. 7,545 121 7,200 11.8 
Pitts.; Ft. Wayne& Chicago! 77428 | 119 71656 | 12.6 
WU DOSEN, 6 cna kisensess cc cxnoe 348 7.0 3,412 5.6 
RObAIS Sc vases ecescet esas 62,365 | 100.0 60,778 | 100 0 

















Lake shipments last week were 45,945 tons.’ 





